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ABSTRACT
Thepurposeof this thesisis to showthatthe ribbondevelopmentis an important
practiceintheformationofurban-ruralfabric.
Thisthesisanalysesthestructureandproblemsof ribbondevelopmentwith itsattributes
onenvironmentandplanningpractice.Theattributesof ribbondevelopmentaredefined
as;lossof agriculturallands,environmentaland scenicqualitydamage,decreasein
capacityofroads,problemof trafficanduneconomicextensionof utilities.Considering
theseattributes,thelevelof impactsof ribbondevelopmentonurban-ruralfabriccanbe
analysedthroughan empiricalstudy.Therefore,with such an empiricalstudythe
structuralcharacteristicsof ribbondevelopmentanddegreeof importanceof attributes
of ribbondevelopmentbecomeclear.In additionto this, how the developmentsof
transportationa d planningmechanismson agendaaffect the processof ribbon
development,isjustified.
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CHAPTER I
INTRODUCTION
Twentiethcenturyhasexperiencedthe greatesturbanexpansIOnIn humanhistory.
Citiesbecamecrowdedand compactby the effect of industrialrevolutionin the
nineteenthcentury.However,technologicaldevelopments,especiallythestreet-carand
automobilennovationshavechangedthecompactcity modelsandthestaticstructure
ofthem.Theeffectsof technologicalchangeis morerapid in urbanareas,because
problemsdemandingsolutionshavemorecommonplaceandinventiveandinnovative
capacityareconcentratedthere.
Urbanareasgrow centrifugally with major transportroutes having a dominant
influenceonthedirectionof physicalexpansion.Stronglinksbetweenurbanareasand
suburbanorruralareassupportheexpansionalongthemajorroads.Manyof theurban
functionsdependon agglomerationeconomiesin city centershavebecameto prefer
locatingon theseroutesfor manyreasons.In this sense;improvedcommunication
network,especiallythe transportconnectionsspread labour force, urban core
impedimentslike over-congestion,planningprojectsand restrictions,environmental
deterioration,high centralland values,taxesand interventionof flexible transport
servicesarethefactorscausingouterexpansionof cities.
Atthebeginningof thisouterexpansionprocess,generallyribbondevelopmentsoccur
alongthemajorroads.Thetransportationfacilitiesaswell asconstructiontechnology,
in additionto agriculturaldensity,and thereforecosts involved in transportation,
communicationsa dtheotherurbaninfrastructuresmighthaveplayedanimportantrole
intheappearanceof ribbondevelopment.It is cheapesto constructtransportation
networksalongflat lands.Commercialestablishments,industrialplants,residential
areasandotherfunctionstendto locatealongthesecorridors,becauseconstructioncosts
usuallynecessitateconstructiononsiteswithminimalslopes.
Industriallocationcriteriathatmostlydependon the minimisationof transportation
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costsplayleadingroleinribbondevelopments.Lowertransportcostsusuallyfavourthe
growthof firmswhichalreadyhavethelargestmarketsbasedon advantagesof lower
marginalcostof production.Suchfirms alreadyusemoretransportinputsthantheir
smallercompetitorsand,thereforehavetheirtotalcostsof transportreducedmoreby
anyloweringof transportcosts.On theotherhand,smallentrepreneurswho havesmall
capital,whoworkwithpoortechnologyandmakesimpleproductiongenerallytendto
locatealongroadsattheperipheryof cities.Because,theycannotleavetheinnercity
advantagessuchassocialandtechnicalinfrastructures,marketing,labourforceetc.at
all.In additiontotheindustrialocationalpreferences,sitesalongtheroadshavebeen
attractivefor residentialunitswith cheapland valuesand high accessibility.These
developmentssometimes,occur accordingto plan decisions(partialplans or urban
developmentplans)and sometimes,in an illegal way as the reflectionof personal
preferences.Butit is certainthattheycausechaosandmanyenvironmentalproblemson
rural-urbanfabric.
Ribbondevelopmentsstandsas the threatingfactorwith which agriculturalusesare
unableto compete.Such developmentsare concentratedin the betterfarmingareas
becauseurbanusesrequiringaccessibilityto roads,publicutilityservices,etc.andthese
aremorereadilyavailableinthebetterfarmingareas.Thus,agriculturehaslittlesuccess
inpreventingurbangrowth.
InTurkey;preservationof rich agriculturalandsaroundthe metropolitanareashas
becamemoredifficultafter1960s.By the hugeincreasein populationas a resultof
migrationtourbancentersandcarownership,thebig citiessuchas Istanbul,Ankara,
Izmir,Adana ndBursatendto growtowardsthemajorroadsonthemostfertileplains
oftheiregiongradually.Becauseof theFordistmodeof economytheindustrieswere
agglomeratedin thosecitiesIn additionto that,asa resultof politicaldecisionswhich
supportindustrialisationandhighwaytransportation,urbanexpansionoccurredalong
thehighwayswhichgoestotheagriculturallyrichruralareas.
Thesedevelopmentsby theeffectof Fordisteconomiesin 1960sand 1970shasbeen
supersededbya new,morecompetitivemarketbasedeconomyafter1980s.The post
Fordisteconomieshavecausedthedecentralisationof world capitalto theruralareas
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andtheotherunindustrialisedcities.Low landandlabourcostsarethemosteffective
factorsinthatdecentralisationprocess.In thatperiod,citieswheretheeconomiclife
mostlydependontheagriculturalstructureof thedistricthaveattractedthesub-unitsof
firmswhichwereonce locatedin big metropolitancities and working with great
specialisation.Thedecentralisationof theindustrialfirms for increasingtheflexibility
anddecreasingtherisk factorhavecausedsomeecologicaland economicproblems
suchaslossofagriculturallandsin theworld.
Thestudyareaof thisthesis(Aydm) is locatedon themostfertileplainsof western
Turkey,onthemajoraxiswhich connectIzmir metropolitancity to Denizli andthe
othereasterncities.Ribbondevelopmentshavebeenseenonthisaxisafter1980sdueto
thereasonsmentionedabove.Thesedevelopmentshaveaffectedthedirectionof urban
growth,plandecisionsandway of life andhavecausedtheuneconomicextensionof
utilities,environmentalnd scenic quality damages,traffic problemsand loss of
agriculturall ndsin theregion.It is theaimof thisthesisto determinethecausesand
costsof ribbondevelopmentsand put resolutionsfor the problemsthat these
developmentscauseinthelocalandnationalevel.
InChapterII ageneralreviewof ribbondevelopmentsduetotransportationexperiences
ofthetwodevelopedcountries;UnitedKingdomandUnitedStatesof Americawhere
ribbondevelopmentswere first occurredis examined.Then, the dynamicsand the
policiesthatcauseribbondevelopmentsandcostsof suchdevelopmentsarediscussed.
In ChapterIII, the characteristicsof ribbondevelopmentsin Aydm are studiedby
conductinga questionnairesurveyin the area.The sectoraldistribution,legal status,
locationalpreferencesand locational flexibility of the service and industrial
establishmentsandtheresidentialunits locatedon the studyaxis areanalysedin the
scopeofthethesis.
Inthelightof thisanalysisof the collecteddata,the resolutionsfor preventingthe
ribbondevelopmentsand preservingthe agriculturallands are developedand the
recommendationsaremadeatthelocalandnationalevelin ChapterIV.
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CHAPTER II
GENERAL REWIEV OF RIBBON DEVELOPMENTS
2.1.DEFINITION OF RIBBON DEVELOPMENT
Ribbondevelopmentis thespreadingof urbanfunctionsthroughanaccessibleroadby
theeffectofurbanandindustrialdynamics.
"Itispreciselythecasewhennewtransportationroutesalterthepatternof accessibility
andhencethe local groundrent structure,leadingto new developmenthat clings
exclusivelyto thenew route.Withoutthe new road, railwayor canaldevelopment
ribbondevelopmentwouldnothaveoccurred."(Smith,1996,p.81)
Therearemanyfactorswhichcauseribbondevelopment.Mostof themareeconomicin
natureanddependson prevailingplanningdecisions.But it is mostlythe resultof
spreadingthenineteenthcentury'cities in the twentiethcenturyby the effectsof
technologicaldevelopmentsintransportation.
2.2.DEVELOPMENT PROCESS OF TRANSPORTATION TECHNOLOGIES
Sincethemiddleof the nineteenthcentury,therehavebeenfour periodsof major
changeinurbantransportation,eachof which hasleft its own markon urbanspatial
form.Initially, thesignificantchangesin technologywere in public transportation.
Since1930,howeverthe major changeshavebeena consequenceof our growing
preferencefortheuseof privatetransportation,theautomobile.
2.2.1.TheHorsecarEra: (1840-1890)
Intheearly1850s,the introductionof the horse-drawnstreetcar providedthe first
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dramaticalterationin thespatialformof thecities.It wasmoreobviousin American
cities.Priorto 1850,thetypicalAmericancitywashighlyagglomerated,withall urban
activitiesclusteredin closeproximityto eachother.Thefocusof economicactivitywas
acentralcore,withindustries,commercialactivities,andfairlydenseareaof residential
dwellings.Thecompactnessof thespatialformwasdictatedbythelimitedaccessibility
inapedestriancity. Most householdswere locatedcloseto placesof employment,
regardlessof personalincome.A commonpatternof zonal landdistributionemerged,
withresidentialzonessurroundingtheindustrial,commercialcenter.With its industrial
coreandconcentrationsof crowdedtenementhousing,the city had manynegative
externalities.A dissatisfactionwith the physicaland social environmentled may
middle-incomeresidentsto clusterin zonesmoreremovedfromtheindustriesandtheir
workingclassneighbourhoods.Thehorse-drawnstreet-car,usingironrails,wasthefirst
modeof transportationthatwas fasterthanwalking. Althoughthe improvementin
transporttimewasmodest,it was enoughto permitthedevelopmentof middle-class
neighbourhoodsin anarrowbandalongtheperipheryof thecitycenter.Thefirsthorse-
drawnstreet-carserviceswereusuallyalongthemajorradialroutesleadingto thecore
ofthecity.As a numberof middle-classneighbourhoodswereestablishedalongthe
outereachesof theseradials, the original compactspatialform of the city was
transformedintoastar-shapedpattern.(Toaffe,Gauthier,O'Kelly, 1996,p.174)
By the1880sthedemandfor middle-incomehousinghadgeneratedsufficientdemand
inmanycitiesto warrantheconstructionof cross-townhorsedrawnstreet-caroutes
thatlinkedtheearlierradialextensions.Thesenewroutespermittedthe filling in of the
intersticesbetweentheradialswith new housing.This filing in processrestored,to
somedegree,theoriginalconcentric,circularpatternof the city. (Toaffe,Gauthier,
O'Kelly,1996,p.174)
2.2.2.The ElectricStreet-car:(1890-1920)
Withtheavailabilityof electrifiedtransportationin the early1890s,the horse-drawn
street-carwasreplacedby theelectrictrolleyor street-car.Its widespreadadaptation
resultedinoneof themostdramaticchangesin spatialform in cities.By triplingthe
averagespeedof interurbantransportation,the electric street-carpermittedthe
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widespreadmovementof urbanactivitiesintopreviouslyundevelopedlandbeyondthe
citylimits.Theseperipherallandswerebroughtwithin the commutingrangeof the
electricstreet-car.Alongwiththeseincreasetravelspeedanddeclinein traveltimewas
adecreaseintravelcostsperpassenger.Sincetheelectrictrolleywascheaperandfaster
thanhorse-drawnstreet-car,it touchedof a major populationshift. Middle income
groupsmovedin increasingnumbersof totheoutlyingpartsof thecitiesandtothenew
street-carsuburbs.(Toaffe,Gauthier,O'Kelly, 1996,p.174)
Theelectricstreetcarpermittedmorepeopleto escapethe negativeexternalitiesof
centralcity.The residentialfiltering process,relatedto the high levels of foreign
immigrationintothecities,exertedgreaterpressureon middle-and higher-income
groupstoseeknewlocationsin previouslyundevelopedareas.Thegrowthpatternwas
verysectoral,reflectingtheconstructionof street-caroutesalongthearterialstreetsof
thecity.(Toaffe,Gauthier,O'Kelly, 1996,p.175)
Withtheexpansionof middle-andhigher-incomeneighbourhoodsthroughoutmoreof
theurbanarea,a numberof outlyingsuburbsreachedpopulationthresholdsthatwere
capableof supportingcommercialcentersto supplygoodsandservicesconveniently.
Theheavyuseofthestreet-carsalsoresultedin commercialstripdevelopmentalongthe
majorarteries.Theeconomiesof agglomeration,howeverstill favouredthecenterof
thecity.Nearlyallthesuburbanitescommutedto thecentralbusinessdistrict.
Theelectricstreet-carwasthefirst truly masstransitsystemin urbanAmerica.The
dramaticimprovementin accessibilitythatit broughtto mosturbanlocationsfostered
theemergenceof specialisedland-usedistricts for commerce,wholesaling,and
industry.Mostof thesecontinuedto be in close proximityto the centralbusiness
district.Alsotheelectricstreet-carbeganto alterthesocialgeographyof thecity.With
greateraccessibilityandlower travelcostsmanyresidentsenjoyedmorechoicesin
selectingtheiresidentiallocations.No longerweredifferentincomeandethnicgroups
forcedtheinter-minglebecauseof thedifficultyin interurbantravel.Theelectricstreet-
car fosteredthe concentrationof different ethnic groups within their separate
neighbourhoods.Theresultwasa rapidaccelerationin socialstratificationor sorting
throughoutthecity.(Toaffe,Gauthier,O'Kelly,1996,p.175)
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2.2.3InterurbanandSuburbanRailroads: (1900-1930)
Theimpactof therailroadonurbanspatialform beganin themid-nineteenthcentury.
Theconstructionf railroadsalongtheperipheryof theold coreof thecity fostereda
majorrelocationof industrialactivities.Many of theso-callednuisanceindustries,such
asstockyardsandlargeiron and steelworks, werethe first to locatealongthe new
railroads,therebyformingthenucleifor newindustrialdistricts.,furtherstrengthening
theeconomiesofagglomeration.(Toaffe,Gauthier,O'Kelly,1996,p.175)
Formosturbanresidentsthemajorimpactof therailroadscamewithelectrificationand
theadventoftheelectricinterurban.Theelectriccommutertrainwasa newtechnology
thatfurtherdecreasedtraveltimeandcostandincreasedtheaccessibilityof therangeof
thecities.Thiswasmostevidentin thegrowthof suburbancorridorsalongthemajor
rail lineswherehigh-incomesuburbancommunitieswere developed,often at
considerabledistancesfromthecity.(Toaffe,Gauthier,O'Kelly,1996,p.175)
Acommonspatialformdevelopedastherailroad-dependentsuburbsgrewin a widely
spacedpatternalongthemajorrail lines leadingout of the city, therebycreatinga
characteristic"beads-on-a-string"settlementpattern.The electric commutertrain
increasedsignificantlythenumberof suburbansettlementsby decreasingbothtravel
timeandcost,openingmanysuburbanareasto themiddleclassfor thefirst time. In
somecities,theinterurbanlinesestablishedtheurbanpatternfor thegrowthof thecity.
Manyoftheraillinesforgedrightsof wayalongcorridorsthatwouldbeupgradedinto
majorstreetsandeventuallyinto expressways.The interurbanandsuburbanrailroads
extendedandstrengthenedthesectoralpatternof citiesalongtheirmajorradiallines.
(Toaffe,Gauthier,O'Kelly,1996,p.175)
2.2.4.TheAutomobile(1930-Present)
otransporttechnologyhashada greaterimpacton thespatialorganisationof cities
thantheinternalcombustionengineanditsadaptationasthepowersourcefor horseless
carriages.Thefirstautomobilesweredevelopedin Germanyin the 1880s.By theturn
ofthecenturythetechnologyhadbecomewidespreadthroughoutEuropeandNorth
- I
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Americasmanycarriagemakersbeganto produce a varietyof automotivemodels,
notallofwhichusedgasolineengines.Althoughtheearlyvehiclessufferedfrommany
mechanicalproblems,the realdrawbackto theirwidespreadadoptionwascost.Only
theverywealthycouldaffordthem.At first, the automobilewas usedprimarilyfor
weekendrecreationaltripsbeyondthecity.Publictransportationwas still dependedon
forcommutingandshoppingtrips.(Toaffe,Gauthier,O'Kelly,1996,p.176)
Notuntilthe1920sdid theautomobilebecomeeconomicallyaffordablefor themiddle
class.Lowerunitproductioncoststhatresultedfromtheadaptationof themechanised
assemblyline to automobilemanufacturingbrought a reductionin retail prices.
Pioneeredby Henry FORD, the mass productiontechniquesfor manufacturing
automobilesbegana processthat revolutionisedtravel within and betweencities.
Between1915and 1930,the numberof automobileson the road in United States
increasedfrom2 millionto morethan23million.In 1915therewasapproximatelyone
automobilefor every200 persons.By the late 1920s,therewas one automobilefor
every10persons.(Toaffe,Gauthier,O'Kelly,1996,p.176)
Duringthe economicallyprosperous1920s,more and more urban households
recognisedthepersonaladvantagesof theautomobile.No longerwas it necessaryto
livewithinwalkingdistanceof publictransportfacility,suchastheelectricstreet-car,
forcommuting,shoppingor recreation.The automobileprovidedfor all of thesetravel
needswithunmatchedflexibility.Theadvantagesthata privateautomobileprovidedin
flexibility,convenienceand personalcomfortfar outweighedits advantageof being
morecostlythanpublictransportation.(Toaffe,Gauthier,O'Kelly,1996.P.176)
BeforeWorld War II, an unprecedentedexpansionin the developmentof suburban
communitiesbegan.Radial highwayspenetrateddeeplyinto and beyondthe older
suburbanlocations,reachingintopreviouslynonumanareasbeyondthesuburbanfringe
oftheinterurbanandcommuterailroads.Low-densitysettlementin theformof single
familyhouses preadthroughouthenewsuburbanareas.Quitefrequently,thesebegan
aroundthe older commuterrailroadstationsand createdwider zonesof suburban
settlement.As a result,the1930ssawsuburbangrowthratesexceedthoseof thecentral
cities.The new spatialorganisationwas creatingthe frameworkfor the modem
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metropolitanrea.(Toaffe,Gauthier,O'Kelly,1996,p.176)
AfterWorldWarII, therewasa dramaticaccelerationin suburbangrowthasmoreand
morepeoplesoughtheperceivedamenitiesof suburbanliving.Thesocialgeographyof
Americancitiesbecamemoredistinctasmiddle-andhigher-incomepopulationsought
positivexternalitiesin suburbanneighbourhoods,whichmoreandmoredifferentiated
bylevelsof householdincome.(Toaffe,Gauthier,O'Kelly,1996,p.176)
Spatially,the increasingdemandfor single-familyhousing III suburbanlocations
createda greaterdemandfor the constructionof streetsandhighwaysto fill in the
interstitialreas,therebyreestablishinganumberof concentricresidentialrings.
Theintensificationof the decentralisationof urbanpopulationduringthe 1950sand
1960sbroughtwithit on increasein thedecentralisationof commercialactivities.Large
regionalshoppingcentersemergedin thenearbysuburbsandtheycompetedwith retail
storesinthecentralbusinessdistrict.
Therewasalsoa shiftawayfromrailroadstotrucksfor thetransportationof a varietyof
goods.As a result,industrialandwholesaleactivitiesbecameless dependenton rail
locations.New industrialparksthat dependedon locationsoffering easy accessto
highwaysdevelopedin manyoutlyingurbanlocations.Light industry,in particular,
becamepartof theongoingdecentralisationof urbanactivities.
2.3.HISTORY OF RIBBON DEVELOPMENT PROCESS
Attheendof thenineteenthcenturybig citieshadbecameincreasinglydifficultto live
in largely,becausetheywere difficult to movein. The concentrationof peopleand
resourcesin urbanareaswasimpossiblewithoutthemobilityandsupplylinesafforded
bytransportation.
Street-carrailroadandsubwaysystemswereno longerprofitableinvestments.When
city-streetinterurbanshadbeenconstructedtheautomobileandpavedhighway were
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stillintheirinfancy.But astheautomobileregistrationsreachedtheirpeak.near1920s
andpopulationsrapidlyspreadoutacrosstheregion,street-cartransportwith its fixed
railsandhighinvestmentcoststartedto declinemotorbussesautomaticallypresenteda
competitivesolution,for theirflexibleroutepatternscouldeasilycapitaliseon reduced
orshiftingcommuterpatterns.(Boyer,1983)
Bythiswaythegiantcitieswerechanging,partlythroughmarketforces.Theprocessof
suburbanisation,especiallythe market-ledvariety,was far morepervasiveandmore
evidentinAmericancitiesthanmanyof theEuropeancitiesexceptLondon.
2.3.1.Ribbondevelopmentin UnitedKingdom
In Englandmanyof the urbanisationactsgenerallydependedon the problemsof
London.In London as congestionworsenedwith the growth of privatemotoring,
engineersandplannershadbeengrapplingwith theproblemof theLondontrafficat
leastsincethe startof the automobileera. "Already in 1905,royal commissionof
Londontraffichaddevotedeightbulky volumesto the subjectandhadproposedon
ambitioussystemof new arterialhighwaysboldly slicing throughLondon'sbuilt-up
fabric."(Hall,1996,p.384)
It wasthoughto bethelong termsolutionmustbe suburbanisationof thecongested
cityforthesolutionof unhealthyareasin London.(Hall, 1996)By improvingthetraffic
floweliminationof congestioncouldbeachievedandtheenvironmentalintrusionthat
trafficrepresentedwheneverit penetratedinto living and working areascould be
reduced.
Plannersachieveda remarkablesynthesis:a conceptof a city replannedon organic
principleswith cells and arteries,in which eachpart performedits properfunction
effectivelyon threedifferentdimensions:functionallyin termsof efficientmovement,
communallyin termsof socialcohesionandidentity,andmonumentallyin termsof
strongsenseof place.
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A carefully-designeddevelopmentwould be markedby a varietyof house-styles,
windingroads,closesandcrescent,generousgarden,treeplantingsandgrassedverges.
Butoftenthespeculativesuburblackedanyoverallplan,beingdevelopedroadby road
bynumerousbuildersuntilthelandranout...Theresultof suchactivitywassometimes
alongsprawlof monotonouslysimilarsemi-detachedhousesalongabusyarterialroad,
backedby a wasteof derelictagriculturalandremotefrom amenitiessuchas shops,
schoolsandstations.(Hall,1996)
Sincethefrontagewasthedearestaspectandalsothebasisof cost,in England,long
narrowplotsbetween25 and35feetwideweretherule,producinga parallelrowson
identicalplots.Natural featuresignored,roadswere laid out in aimlessserpentine
fashionor simplyfollowed old field path,giving an impressionthatmanagedto be
simultaneouslyrestlessand monotonous.The result was segregatedlandscapeof
suburbia.Andthe1932Act actuallyencouragedthis.(Hall,1996)
Essentially,"the suburbanisationwas greatlyacceleratedby rapid developmentsin
transportation- developmentswithwhichtheyoungplanningmachinecouldnotkeep
pace.Theideasof Howard(1898),andtheGardenCity Movement,of Geddes(1915)
andof thosewho like WarrenandDavidge(1930)saw town planningnotjust as a
techniquefor controllingthe layoutand designof residentialareasbut as partof a
policyof nationaleconomicandsocialplanning,werereceivingincreasingattention,in
practice,howevertownplanningoftenmeantlittlemorethanextensionof theoldpublic
healthandhousingcontrols."(Cullingworth&Nadin,1994,p.3)
Variousattemptswere madeto deal with the increasingdifficulties.Of particular
significancewere the Town and County Planning Act of 1932,which extended
planningpowersto almostanytypeof land,whetherbuilt-upor undeveloped,andthe
Restrictionof Ribbon DevelopmentAct of 1935which as its name suggest;was
designedto controlthespreadof developmentalongmajorroads.But theseandsimilar
measureswere inadequate.For instance;underthe 1932Act planningschemestook
abouthreeyearsto prepareandpassthroughall theirstages.(Cullingworth& Nadin,
1994,p.3,4)
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Theoretically;the 1932Act offeredall thepowersto stopribbondevelopment.The
practice,though,ratherdifferentanda newact(RibbonDevelopmentAct) specifically
focusedonthis provenabusewas passed.It gavehighwayauthorities( countiesand
countyboroughs) immediatecontrolover the mainroads,regardlessof whethera
planningscheme(normallypreparedby countyanddistrictor countyborough)was in
force.Moreoverit hadthetremendousadvantageof allowingimmediateenforcement
whichwasnotpossibleunderthe interimplanningdevelopmentcontrol.Basicallyit
allowedthewholequestionof planninginthevicinityof majorroadstobetackledmore
effectively.Yet, despitewhatthewideningplanninglobbywouldhaveliked,it didnot
challengethepredominantemphasison peripheralsuburbandevelopmentasthemain
strategyforurbangrowth.
AccordingtoThomasSharp- perhapsthemostprolificwriteronplanningproblemsin
theearly1930s- the evil startedwith EbenezerHoward's vision of Town-Country
whichin practicehadproduceda depredatemixture:" From dearytownsthebroad,
mechanical,noisymainroadsrun out betweenribbonsof tawdryhouses,disorderly
refreshmentshanksandvile, untidygarages... Overgreatareasthereis no longerany
countryborderingthemainroads,thereis only negativesuburbia.And if thepresent
idealscontinuedto hold sway, under the influenceof new technologies-radio,
television,thecar-thingscouldonlygetworse."(Hall, 1996)
Traditionbrokedown.Tastewasutterlydebased.Therewasnoenlightenedguidanceor
correctionfrom authority.Rural influencesneutralisedthe town. Urban influences
neutralisedthecountry. In a few yearsall would beneutrality."The strongmasculine
virilityof thetown;the softerbeauty,the richness,the fruitfulnessof thatmotherof
menthecountryside,would be debasedinto one sterile,hermaphroditebeastliness."
(Hall,1996)
2.3.2Ribbondevelopmentin UnitedStatesof America:
InAmericancitiestheribbondevelopmentprocessis moreobviousandmuchdifferent
fromtheEuropeancities.
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"Theextensionof electricstreet-carlinesto suburbiaaroundtheturnof thecenturyled
tomassdecentralisationandtheemergenceof streetcarsuburbsoutsideof New York,
Los Anglesand manyothercities.Prior to this, America'surbancenterswerevery
dense,withfactories,shopsandhouseholdtightlypackettogether.Most Americanshad
toliveandwork nearbybecausetheonlyway to getaroundwasby foot, bicycle,or
horsecar.The compactsettlementpatternsof the dayreflectedthe needto minimise
travel.Pre-1900citieswere also extremelypolluted,overcrowded,and regardedby
mostsocialcommentatorsof thetimeas oppressiveenvirons.Soon afterthenation's
firstelectrictrolleylineopenedin Richmond,Virginiain 1887,streetcarswereheralded
bymanyby manyas a long-awaitedsaviour,allowingmiddle-classAmericansto flee
decayingcentralcities for he suburbs.... Streetcarexpansionmirroredthe country's
explosivegrowthin urbanpopulation,propelledby theindustrialrevolutionandmass
in-migration."(Bernick& Cervero,1997,p.38)
Americais consideredto bethelandof thereformer,thelandof thecleanstart.And
newbeginningwould comein an unexpectedmanner,for once againin 1920s,a
transportationinnovationdeliveredits impactupontheAmericancities.
InAmericatransportationaffectthestructureof thecitiesmoreobviouslythantheother
citiesin Europe.The horse-drawnomnibuswas importantfrom 1830to 1860,the
suburbanrailroadfrom 1850in the largestcities,cablecarsfrom 1860to 1890,and
elevatedrail linesandsubwaysfromaroundtheturnof thecentury.Themostuniversal
transportmediumfrom 1890to about1945in all butthelargestcitieswastheelectric
street-car.Buttherevolutionarytransportationdevelopmentof thetwentiethcenturyhas
beenthespectacularriseof theautomobile.Therewereonlyabout8000automobilesin
Americain 1900,lessthan500000in 1910,about8 millionautomobilesin 1920,but
thenumberhasrisen spectacularlyfrom about25 million in 1945to morethan 70
millioncarsand 13 million trucks and bussestoday.And eachautomobile,on the
averageis drivenmoremiles everyyear. The effectof urbanstructureof this new
privateformof transportationwasreallyimmense.(Nelson,1971,p. 76,77)
The automobileand the paved highway spreadthe urban populationover the
surroundingcountryside,absorbingold satellitecommunities,forming congeriesof
13
businesscenters,open fields, suburbanvillas and factorytowns yet still retaining
denselypopulatedtenementsandscrapingskyscrapersin thecity center.This sudden
growthof automobilestarteda continent-wideredistributionof populationandindustry.
In consequence,it becamedramaticallyclearthatcountryandcitywereonefunctional
unit,thattheallocationof highways,thedeterminationof nationaltrunklinesfor public
utilitiesandtransporthadlittleornorelationshiptopoliticalboundaries.
Thereareat leastthreekeyreasonswhy transithaslostgroundin recenttimesto the
privateautomobile.Oneis spatial.Decentralisedgrowth,especiallytherapidexodusof
jobstothesuburbsin the1980'shasdilutedtransit'sridershipbase.Environmentswith
triporiginsanddestinationsthinlyspreadin all directionsareenvironmentswherefew
peoplepatronisetransit.Second,transithas increasinglyfound itself at an economic
disadvantage.Between1980and1990,theaveragecostpermileof drivingacarfell by
45 percent;this was becauseof lower gasolinepricesand higherflee-averagefuel
efficiency.Lastly, powerfuldemographicshiftshaveincreasedautomobileownership
anddriving.Foremosthasbeenthe movementof baby-boomersinto midlife, a time
whentheir disposableincomesand amountof travel are usually at their highest.
Additionally,transithaslost marketsharedueto therapidgrowthin workingwomen.
Womentendto relymorethanmenon carsbecausetheymakemorelinkedtrips,such
asbetweenwork, a child-carecenter,a grocerystore,andhome,tripsfor whichthere
arefewviableoptionstotheprivateautomobile.(Bernick& Cervero"1997,p.41,42).
Ribbondevelopments,decentralisationandincreasingcar ownershipaffecteachother
inasupportingway in Unitedstates.Automobilewasseemedto beatoolfor theeffect
ofregionalpoliciesin America.Howeverit wasthetool for suburbanisationpoliciesin
Europe.
Whenrailroadsdominatedtransportationcorridors, urbangrowthtook placealong
linear lines at points where these networks coalescedor crossed.Automobile
transportation,however;favoureda more even distributionof population,a more
flexible network of roads culminatingin regionally decentralisedcenters, not
metropolitan-widecongesteddevelopment.Energy,spaceandtimereferredbackone
upontheother.Giantpower,theconsolidationof electricalindustryinto a few holding
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companies,carriedwith it thevisionof betteralignmentbetweenurbanandruralareas
inecologicalbalanceto waterandpowersources,in districtswherelandvalueswere
low.Surroundedbybeltsof agriculturalland,theseregionalcenterswouldsoonbecome
agriculturallyself-sustained,fully plannedwith living, workingandlearningin mind.
Theywouldestablisha symbolicrelationshipbetweenthecountryandthe city. The
suburbanisationf superpower for isolatedsteampowerwould checkthe flow of
populationto congestedcenters.Dirt, smoke,noiseandslumswould bereplacedwith
decentralisedsuburbanandrurallivingenvironments.(Boyer,1983)
2.3.3.Ribbondevelopmentin Turkey
Ribbondevelopmentprocessin Turkey largely dependson the increasein car
ownershipandthedevelopmentof highwaytransportationsystem.At theendof the
nineteenthcenturyandatthebeginningof thetwentiethcenturyrailwaywasthemost
dominanttransportationsystemin Turkey.Especially,afterthefoundationof thenew
Republic,industrialisationwasseenthemostimportantfactorfor developmentandthe
nationalpoliticsdependedonthedevelopmentof therailwaytransportationall around
thecountry.This processcontinueduntil 1940.And asa resultof it, industriespread
overthecountrythroughtherailwaylines.It wasalsoatool for socio-culturalequation
betweentheregions.
AfterWorldWar II automobilesandhighwaytransportationhadbecameto takeplace
increasinglyin the countryagendaas parallel to abroad.The politiciansregarded
highwaysasthemostimportantoolfor theintegrationto theinternationalmarketsand
alsofortheadaptationof smallentrepreneursto thenationaleconomy.In thisperiodthe
highwaydevelopmentdidn'tdependona program.Ontheotherhandtherailwayswere
neglected.
In Turkeythe changingpoliticalapproachchangedthe transportationpolicies also.
After1950by theestablishingof a newdepartment(GeneralDirectorateof Highways)
forthedevelopmentandprogrammingof highwayprojectsbythecentralgovernment,
acomprehensivehighwayconstructionprocesshaveappearedall aroundthecountry.
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Citiesweredevelopedalongtotherailwaylines,closeonrailroadstationstill 1955.But
theaccessibilityof highwaysandthe high mobilityof automobileshas changedthe
structureof urbanisationmostly.Especiallythe citieson the majorroadshasspread
throughtheroadswith a populationincreasealso.New settlementshavebecameto
appearontheseroads.The old city centershavelost theirfunctionsandnewcenters
aroundtheroadshavebecamefunctional.
It is cheaperto constructa highwayon flat areassuch as agriculturallands.The
importanthighwaysin Turkeywhich connectthecitiesor ruralareasto big markets
weregenerallyconstructedon the most fertile plains. There was no prohibitive
measures.Soindustrieshavebecameto takeplacealongtheseroadsontheagricultural
landswheretheyminimisetheirinfrastructurecostsandtheareaswhichareclosetothe
markets.
Asaresultheribbondevelopmentshadstartedto beoccurredalongtheseroadsasthe
reflectionofpoliticalapproach,constructioncostsandpersonalpreferences.In addition,
theseindustrialplantshaveattractedthe worker housesnearthem. Therewas no
nationalp anningperspectivefor thedevelopmentandalsofor conversation.
By 1980sthePost-Fordistmodeof economyalsoaffectedtheurbanisationin Turkey.
Big shoppingcenters,outlet storeshave appearedin urban areasas a result of
globalisation.Thosecommercialestablishmentsneedlargeparcels.Therefore,theytend
to locateto the lands with high transportationfacilities out of inner cities.
Transportations themaincriterionfor thesuccessof suchestablishments.
Inthisperiod;hectaresof treasurelandsattheperipheryof thosecrowdedcitiesbegan
tobesoldinthescopeof privatisationpoliciesin thecountry.Most of theselandshave
beenasubjectomasshousingsettlementsbecauseof insufficienthousestocksin inner
citiesby themigrationfrom ruralareasto urbanareas.Someof thesemasshousing
settlementsalongthe roadswere constructedto meetthe needsof high level social
groupswithhighratesof carownership.Minimisationof commutingtimewasthemain
factorfortheattractivenessof thesesettlements.
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Besides;it is alsopossibleto seeanothertypeof masshousingsitesalongtheroads
wheremiddleclasssettledown.Theentrepreneurswhohavesmallcapitaltendto locate
thoselandsbecauseof landspricesbeinglowerthanthe innercity. Theygathertheir
capitaland constructthose mass houses with insufficient social and technical
infrastructurefacilities.
All of thesefactorshavebeeneffectivein theribbondevelopmentsin Turkey.Such
developmentsaremostevidentontheroadswhichconnecthecitiesto themetropolitan
areas,in otherwordsto thebig marketareas,on istanbul- izmit axis,Bursa- Yalova
axis,Adana- Mersinaxisandizmir - Denizli axis . Ribbondevelopmentshavegreatly
changedthestructureof thosecitiesandalsohavecausedtheindustriesto aggregateon
thesameplaces.
Thedisequlibriumbetweentheregionshavegotbiggeras a resultof thisprocess,in
addition;citieshavedevelopedin anunplanned,anaestheticanduncontrolledway.
Themaindifferencein the ribbon developmentprocessin Turkey and in abroad
(especiallyinEnglandandAmerica)is itsbeingtheresultof unplannedindustrialisation
policiesin Turkeyon theotherhand it hasbeenmostlytheresultof suburbanisation
policiesandcongestionin bigcitiesin abroad.
2.4.CAUSES OF RIBBON DEVELOPMENT
2.4.1.Technologicaldevelopments:
Twentiethcenturywastheeraof technologicaldevelopments.The erawhichbaredthe
witnessof a greatchangein everysocial,spatia~economicandpoliticalsubjects.And
manyof theproblemsof our citiesarethedirectresultof technologicaladvancesto
whichthemechanismof governmenthasneverfully adopted.
Ribbondevelopmenthasoccurredaftertheapplicationof transportechnologiesto the
space.Suburbansettlementbuilt before 1920 grew up aroundthe railroad.The
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developmentandwidespreaduseof the automobileradicallychangedthis pattern.It
wasnowpossiblefor thepeopleto choosemoreconvenientsitesfor theirhousesand
establishments.The highwaysprovidedpeoplewith more economicand maximum
accessiblesitesfor theirsettlements.
2.4.1.1.Technologyand urban development:
Thereis a relativeconnectionbetweenthetechnologyandurbandevelopment.It could
bepossibleto reachthreebasicconclusionsaboutthisrelationship."(1) In generalmore
technologyis availablethanis beingeffectivelyused.Whileresearchin newtechnology
shouldcontinue,whatis neededmostarestrategiesandprogramsfor utilisingavailable
technologyin effectiveapplicationsto theurbanarea.(2) The designof systemsfor
communityimprovementis not fundamentallylimited by availablematerialsand
technologies,rather it centerson the knowledgeof sociologicaland behavioural
requirementsand the assessmentof the relativevalue and desirabilityof various
alternatives.(3) Identificationand selectionof useful available technologiesfor
applicationi a nationalprogramfor urbandevelopmentwill requirea highdegreeof
technicalcompetence."(HarvardUniversityProg. on Technologyand Society,1970,
p.14)
If technologyis cometo theaid of thecity, it mustberesponsiveto thecity's needs.
Technologymustfit thecityratherthanviceversa.Thecityis a complexsystem,andit
isonlywhenit is understoodasa systemthathightechnologycancometo its aid.This
doesnotmeanthattheefficiencyis theonlyvalueto be optimised.(Eberhard,1976,
p.18)
"A cityis madeupof a complexof "hardware"and"software"systems.Thefourmajor
hardwaresystemsare(1)themetabolicsystem,by whichwatersupplies,foodand fuel
enterthecityandwastesareproducedasresiduesof theirconsumption;(2) thecardio-
vascularsystemincludingbothverticalandhorizontalmovementof peopleandthings
throughoutthecity;(3) thenervoussystem,wherebyinformationis communicatedby
telephone,streetsigns,TV, newspapersand so on; and 4) enclosuresystem,"the
combinationf ...subsystems...thatsurroundthehollowplacesof thecitywherethelife
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ofthecitygoeson" (i.e.for themostpart,buildings).Softwaresubsystemsincludethe
economicsystem,theeducationalsystem,andthe life supportsystem.Hardwareand
softwaresystemsare,of course,interdependent."(Eberhard,1976,p.18,19)
In thiscenturyhigh technologicaldevelopmentsin many subjectshave gIVenan
unlimitedindependenceto people.And governmentnotfully tryto limit that.However;
acityisanorganisationandin anorganisationthereshouldbesomelimitationsfor the
sustainabilityof thesociallife.
Inasystemadevelopmentoradefectin asmallelementwouldeffectthewholesystem.
Becauseof this reasonany small changein the systemshould be done in a
comprehensiveapproach.Citiesas a complexsystemshouldbe plannedin this way.
Plannersought to balancethe negativeand positive effects in a technological
development.I is the samein transportationtechnology.Ribbon developmentis
consideredtobeanunexpectedandunwantedprocessof theadaptationof newtransport
technologiestothecityspace.
2.4.1.2.Technologicaldevelopmentsin transportation:
Transporttechnologyhashada greaterimpacton spatialorganisationof cities.By
1921,however;electricityhadsurpassedsteamin importanceas a motivepower,and
theflexibleautomobilehad replacedthe rigid lines of railroad.Thesetechnological
innovationswould produce a new patternof spatial development.They made
decentralisationof populationandindustrypossible.
Ofcourse"theconcentrationof peopleandresourcesin urbanareaswould havebeen
impossiblewithoutthemobilityandsupplylinesaffordby transportation.Thecapacity
ofthetransportsystemandthe low costanddependabilityof transportserviceshave
enabledan increasingnumberof peopleto seekthe economic,social and cultural
opportunitiesthaturbanliving ideallyprovides.But paradoxically,metropolitancities
havenowgrownto the pointwheretheythreatento stranglethe transportationthat
madethempossible."(Owen,1966,p.l)
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Accordingto OWEN; onereasonfor thisdilemmais thefactthaturbanareashavebeen
unableto adjust to the changingconditions brought about so rapidly by the
technologicalrevolutionin transportation.The older urban centerswith physical
characteristicsthatwerefixedin lessmobiletimes,havebeenstaggeredby theimpacts
ofrecentinnovation.And thenewersuburbshavebeencompoundedthetransportation
problemby duplicating,the errorsof downtownandby creatingproblemsof public
administrationa dfinancethattraditionalgovernmentalorganisationwasnotdesigned
tomeet.(Owen,1966,p.2)
Infact,transportationis themosteffective forcethatinfluencethedynamicsof land
use.It is alsocomplexto understandwhich demandsthe other,sucha chicken-egg
problem.Does transportationcausechangingof land use or land use causesnew
transportationtypes.The landuse- transportationcycleshownin Figure 1canexplain
thiscomplexity.
Arterialimprovement
------ ~
Deteriorationi levelof services/
Increasedtrafficconflict
Increasedtrafficgeneration_.t----
Increasedaccessibility
j
Increasedlandvalue/
Landusechange
Figure1:Transportation-land usecycle.(Stover,Koapke,1988)
Transportationcouldbequalifiedasthemostimportantcatalystof ribbondevelopment.
Trolleyandbus lines producestripdevelopmentsand rapid transitlines have only
extendedthestrips.Primarily,however,it is theautowhichpermitsaccessto remote
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areasandprovidestheessentialconditionwhichallowsribbondevelopmentto occur.
2.4.2.Congestionin citycenters:
At theendof the nineteenthcenturythe big cities were being congestedby the
populationi crease.The numberof car ownershipincreaseddue to the population
increasealso.
Manyenvironmental,social and spatialproblemsoccurredin urban areas.At the
beginningof this centuryit was necessarythat all the urban functionsshouldbe
altogether.But bythesteampowerandgasolinethisobligationwasbrokendown.The
availabilityof reachingeverywherein a shorttimechangedthecompactcitymodels.
Plannersthoughthatit waspossibleto formtheindustrialandresidentialareasat the
suburbs.Butfor this,a stronglinkagebetweentheinnercityandtheoutersettlements
wasneeded.Theonlysolutionof distributionwasalongestablishedrail linesor in co-
ordinationwith spreadinghighwaysystem.Thus plannersdistributedcentralareasby
openingup new traffic ways and creatingnew open spacescarefullyallocatedto
enhanceexistingpropertyvalues.
At theendof this processribbondevelopmenthasseenalongthesenewaxis by the
pressureof highlandvaluesandtheenvironmentalproblemsthosearemostlytheresult
ofcongestionof innercities.
2.4.3.Centrifugaland centripetalforces:
Twoforcesareeffectivein theshapingof our cities.They arecentrifugalforcesthat
impelledfunctionsto migratefromthe centralareasof thecity to theperiphery,and
centripetalforcesthattendto holdcertainfunctionsinthecentralzoneandattractothers
toit.
Centripetalforcesaretheresultof a numberof attractivequalitiesof thecentralportion
of city.Oneof thesequalitiesis siteattraction.It is thequalityof thenaturalandscape.
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Ithasanoriginalcharacterthatinvitedthepeople.For example,rivercrossingor adeep
waterlanding. The secondforce is functionalconvenience.It resultsfrom the
possessionof thecentralzoneof maximumaccessibility, notonly to themetropolitan
area,butoftento theentiresurroundingregion.Thethirdoneis functionalmagnetism.
Theconcentrationof one functionin thecentralzoneoperatesas a powerfulmagnet
attractingotherfunctions.And the last one is functionalprestigethatstemsfrom a
developedreputation.Onestreetmaybecomefamousfor its restaurantsor shopsas a
resultof functionalprestige.(Nelson,1971,p.77)
Centrifugalforceson theotherhandarenotonlyoppositeforces,butaremadeup of a
mergingof influences-a desireto leaveone partof the city and the urgeto go to
another.Five forcesarerecognised.One is the spatialforce,whencongestionin the
centralzoneuprootsandemptyspacesof theotherzonesattract.Thesecond,is thesite
force,whichinvolvesthedisadvantagesof theintensivelyusedcentralzonein contrast
totherelativelylittleusednaturallandscapeof theperiphery.Another,thesituational
force,resultsfromtheunsatisfactoryfunctionalspacingandalignmentsin thecentral
zoneandpromiseof moresatisfactoryalignmentsin theperiphery.Thenthereis the
forceof social evolutionin responseto which high land values,high taxes,and
inhibitionsgrowingoutof thepastcreatea desireto moveandtheoppositeconditions
inthenewlydevelopingperipheryprovidean invitationto come.Finally,thestatusand
organisationof occupancecreatesa force for change,in which suchthingsas the
obsoletefunctionalforms, the crystallisedpatterns,the traffic congestion,and the
unsatisfactorytransportationfacilitiesof the centralzonestandin oppositionto the
modernforms,the dynamicpatterns,the freedomfrom traffic congestion,and the
highlysatisfactorytransportationfacilitiesof theouterzone.(Nelson,1971,p.77)
Inadditionto theseforcesanotherfactor,humanequationwhichcouldwork eitheras
centripetalor centrifugalforce.Althoughtodayotherforcesmayalsobeatwork,these
conceptsarestillusefulin analysingthedynamicsof cities.(Nelson,1971,p.78)
Ribbondevelopmentseemsasa resultof centrifugalforcesat first.But it couldnotbe
qualifiedasa decentralisationor sprawlprocessat all. Both centrifugalandcentripetal
forcesareeffectivein thisdevelopment.Plantsandhousesescapefromthecentralzone
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bytheeffectof centrifugalforce. On the other hand,they can not abandonthe
advantagesof innercity suchasfunctionalconvenienceandcheapinfrastructurecosts
andtendtolocatealongthemainroadsundertheinfluenceof centralcity.
2.4.4.UrbanGrowth:
Thephysicalexpansionof an urbanareamay involve expansiondue to population
growthaswell asredistributionof activitieswithin theurbanarea.Much of whathas
beentermedsprawlor decentralisationare,in factjust growth.The amountof land
neededperunit of timeto accommodatethe outwardexpansionof urbanareawill
dependon thesizeof the urbanarea,its rateof growth,the proportionof demand
channelledintosuburbanpreferences,andthedensityof newdevelopment.(Goodall,
1972,p. 185)
Theideaof movingoutto seekthehealthandenjoymentof airandsunlighthasbeena
naturalreactiontothenoiseanddirtof thecities,buttheendlessspreadingof citieshas
resultedinpushingthecountryfartherandfartheraway.As aresult,thosewho seekthe
restfulnessorthebeautyof thecountrysidemustconstantlymoveoutwardto avoidthe
progressivewavesthosewho continuethe escapefrom olderblighteddistricts.This
unplannedsuburbandevelopment has resultedin the sprawl of large cities, the
lengtheningthejourneyto work, andgrowingdifficulty of movingaround.(Owen,
1966,p. 20)
2.4.4.1.Sprawl
Thepatternof outwardexpansionhas frequentlybeendescribedas the scatteringof
urbansettlementovertherurallandscape.Gottomonsays"Wheretwo citiesareclose
togetherthe interveningrural spacebecomespepperedwith new developments."
(Harvey&Clark,1971,p.476)
Sprawloccursin three major forms: the first of these,low density continuous
development,it is the lowestolderof sprawland to many,the leastoffensive.The
secondtypeis leap-frogsprawl,which is the settlementof discontinuous,although
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possiblycompact,patchesof urbanuses. And the third type of sprawl is ribbon
developmentsprawl.It is composedof segmentscompactwithinthemselvesbutwhich
extendaxiallyandleavetheintersticesundeveloped.At thetimeof developmentribbon
developmentmaybemoreexpensivethanlow densitysprawl.(Harvey& Clark, 1971,
p.476)
Sprawl,lyingin theadvanceof theprincipallinesof growthis mostnoticeablewhen
urbanareasin generalare expandingrapidlyand aroundthe fastest-growingurban
areas.Expansioninvolvingtheinitialimprovementof vacantlandis usuallyconfinedto
residentialand industrialland uses.Expansionfollows lines of least-resistance-
essentiallymajorradialroads-outof theurbanarea.Ribbondevelopmentoccurswhen
landoneithersideof sucha mainroad,for considerabledistancesintothecountryside,
isconvertedtourbanuse.(Goodall,1972,p.186)
Theareaswhereribbondevelopmentsprawlis occurredhaveheterogeneouspattern,
withandoveralldensitygreatlylessthanthatfoundin maturecompactsegmentsof the
city.
Ribbondevelopmentsprawloccursbecauseit is economicalin termsof thealternatives
availableto thosefirms and householdsdecidingon rural-urbanlocations.Ribbon
developmentis largelydeterminedthe scatteringof manufacturingplantsawayfrom
areasalreadytoocrowdedby suchplantsandintodistrictswithgoodtransportfacilities
andwithineasyreachof oneor morelargeurbanareas.The motor-carhasprovidedthe
essentialconditionfor residentialsprawlsinceit hasallowedeasier,butnotnecessarily
cheaper,commuting.
2.4.4.2.Decentralisationand suburbanisation
Atthebeginningof decentralisationprocessplannersthoughtit waspossibleto prevent
thenegativenessesof thecitiescausedbecauseof congestionby formingindustrialand
residentialreasat the suburbs.A stronglinkagebetweenthe innercity and outer
settlementswas neededfor this type of decentralisation.The only solution of
distributionwasalongestablishedrail linesor in co-ordinationwith spreadinghighway
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system.Thustheplannersdistributedcentralareasby openingup newtrafficwaysand
creatingnewopenspacescarefullyallocatedto enhancexistingpropertyvalues.
Accordingto FrankLloyd WRIGHT, "the deadlinefor decentralisationhasbeenso
shortenedbythethreatof nuclearwarfarethattheurbanitemusteitherbewilling to get
outofthecityor beresignedto blowingup with it. Protectionagainstenemyattackis
nolongertobefoundin bandingtogetherin cities,andthepossibilitiesof arrivingata
morevendistributionof thepopulationovertheunusedareasof thecountryhavebeen
vastlyincreasedby recentinnovations.This is especiallytrue of developmentsin
transportation.I the light of theseconsiderationsalone, it may be that "further
centralisationsof anyAmericancityareonlypostponementsof thecity'send."(Owen,
1966,p.18)
Theautomobilehas madeit easyto move away and leaveour problemsbehind.
Suburbanisationpoliciesby the help of the transportationtechnologieshasnot been
effectiveinthesolutionof urbanproblems.Becauseescapefromthecentralcitiesto the
suburbshasturnedoutto no escapeatall. In thedisorganisedretreatmadepossibleby
theautomobilewe havetransportedslumsto thesuburbs.Suburbanblightis spreading
fromtheclutteredand unsightlyroadsidesinto once pleasantneighbourhoods.The
naturalbeautyof thecountrysideis beingthrownthebulldozers.
Peoplewhohavefledto suburbiaarebeginningto wonderwhy.Theymovedoutto find
morepleasantsurroundings.,onlyto beovertakenbythousandsof otherswiththesame
idea.Theirverynumbersdeprivingthemof thelife theythoughttheycouldfind. Thus
thesuburbsthatappearedto offerananswerto theweaknessesof thecityhavecreated
weaknessesof theirown.They areoftencrowdedanddisorganised,lackingin public
servicesor adequateplay space,monotonousand unattractive.Endlesssprawl has
madesuburbiathenegationof thecity.(Owen,1970,p.5)
Suburbanisatione largestheboundariesof humanactivitiesdueto the shorteningof
traveltimesbetweentheregions,thusencouragingpeopleto live in a distantsuburb.
However,whenmosthousesarelocatedin a sprawlingfashionandthereforeeffective
oradequatepublictransportsystemscannotbeprovided.,mobilityof suburbsis forced
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to dependheavilyupon car use. This obligationwill definitely furtheraccelerate
motorization.It is thereforeillustratedbythecomparativehistoryof urbandevelopment
studythatthecoexistingnegativefeedbackof suburbanisationandmotorizationhavea
mutualorreversemultipliereffectsthusbootingcontinuousincreasein transportenergy
consumption.
Especially,in big congestedcities,developerspreferto build alongthe mainroads,
ratherthanbuildingtheirownroads.Theyleaveareasundevelopedin theinteriorof the
blocks.Meanwhilevery few distributorroads build. Thus thesecities consist of
numerouslargeblocks containingmany little accessroads,usually unplannedand
unconnectedxceptto the main roads, and lacking distributorroads.Urban areas
geographicallyexpandrapidly,following the accessroads.And theseroadsbecome
linedwithribbondevelopment.
As aresultboththecentralcityandsuburbshavelosttheirattractiveness.
Thefuturepredictionsaboutdecentralisationand suburbanisationprocessesby the
effectofnewtechnologiesarechangingaccordingto writers.
Incontrasttotheseouterexpansionprocessesin urbanareasY AVITZ seesindications
ofareturnof centralisation."The increasinguseof computersin business,for example,
hasconvertedmanycityofficesinto"paperfactories"thatprovidenewkindsof white-
collaremploymentfor the unskilled. Computertechnologyalso encouragessome
organisationsto recentralise,and researchand developmentwork is probablybest
carriedon in citiessinceit generallydoesnot requiremuchopenspace.Finally city-
basedplantsseembestsuitedto newerindustrieslike electronics,whichproducesmall
instrumentsandcomponents."(Yavitz,1968,p.46,47)
Otherwriterstakea differentviewof theeffectsof recenttechnologicalchangesonthe
courseofurbandevelopment.John KEMENY, for examplesuggeststhatexpandeduse
ofcomputertechnologywill allowthecity to becomea depositoryof information,"a
majornodein the computer-communicationnetwork."Businesscould be transacted
throughthisnetworkand"tensof millionsliving in surroundingsmalltowns will have
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continualccesstotheseservicesby meansof computers,television,andvideophones.
Butheywill nothavetogothecity."(Kemeny,1967,p.49)
KAIN, MEYER and Y AVITZ agree that changesin the nature of production
technologies,improvementsin transportationand the shift from heavyto light and
serviceindustrieshavebroughtaboutthe movementof jobs and populationto the
suburbs.ButwhileKAIN andMEYER seethistrendascontinuing,Y AVITZ contends
thatthereis "some indicationsof a new shift back to centraiisationComputer
technology,he suggests,has encouraged someorganisationsto recentralisetheir
enterprisesandhasopenedup newkindsof unskilledwhitecollaremploymentin the
city.KAIN arguesto thecontrarythatnotonly is thesuburbanisationtrendunlikelyto
bereversed,butthatjobsaremovingto thesuburbsata fasterratethanthepopulation.
If thetrendcontinues,employmentwill be in theperipheryandtheworkers'homesin
thecentralcity.MEYER projectsa moreevensuburbangrowthpattern. The society
willbeincreasinglyurban,butbothpopulationandwork placeswill be evenlyspread
throughouttheurbanareaand"a fewvery largemulti-cityconurbations"will emerge.
Inasomewhatsimilarvein, WEBER seesmodemdayurbanismas being"no longer
triedtoaparticularcitybase."In ourpostcityage,thecityis increasinglybecomingan
informationexchangepoint and inhabitantsof the core cities are "bypassedpre
industriallocals"New communicationandtransportationtechnologieswill accelerate
thistrend.
Citieswilldecentraliseor recentralisein thefuture.But it is certainthatthemobilityof
urbanareaswill continuebytheeffectof newtechnologies.
2.4.5.Speculation:
Speculationproduceswithholdingof landfor development.Speculationis alsoblamed
fortheprematuresubdivision.On theotherhandit is a motivationof growthprocess.
All incrementaladditions to the urban fringe are speculativeventures.The
independe.nceof placementandtimingof theventurespermitsa sprawlpattern.It is the
lackofco-ordinationof thedecisionto speculatewhich producessprawlandnot the
speculationtself.(Harvey& Clark,1971,p.476)
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Aninvestormayholdsecuritiesanddisposeof themat a generallyregardedoptimum
timeinthemarket;the sameinvestordealingin land mayfind themeasurementof
performancein themarketa greatdealmoredifficultthanin thecaseof theorganised
securitymarkets.In addition;manyrestraintson thedispositionof landareemotional.
Theinstitutionalttitudeof landhunger,thatis,a deepdesirefor theownershipof soil,
leadstowhatmanyobserverswould describeas irrationalbehaviourin theholdingof
land.(Harvey&Clark,1971,p.477)
Underthepricesystemall incrementaladditionstotheouterurbanareasarespeculative
ventures.Landownershold a varietyof expectationsaboutthe futureanddemanda
varietyofratesof return.(Goodall,1972,p.l88)
Fromthissituationtransportationfacilitiesgreatlyeffectthe landprices.Becauseof
thoseindividualexpectations,the frontageparcelcosts increases."Imperfectionof
knowledgeis especiallyimportantin thesub-marketfor developableland,andherein
liestheopportunityfor speculativeprofit.Thuslandin substantiallythesamelocations
maybeboughtand sold at differentpricesaccordingto the experienceor lack of
experienceof thebuyer."(Goodall,1972,p.64)
If thereis a developmentexpectationby theeffectof theadditionalfactorsuchasan
accessibleroad,thelandsareboughtby theindividualswho havesomeadvantagesto
benearthatfacilities.For instancesomesmallor mediumsizedindustrieshavesome
loeationaldvantagesto besettledalonganaccessibleroad.Suchspeculativedemands
bidupthelevelof pricesin theshortrun.This levelin thelandcostschangesaccording
tothecorrectnessor incorrectnessof thespeculation.
2.4.6. PublicRegulation:
Publicregulationcausesribbon developmentby imbalancingthe attractivenessof
competingareas.The differencesin landusecontrolsbetweentheinsideandoutside
areas,makethelessercontrolledareamoreattractive.If thestandardsof buildingand
landusewithinthecontrolledareaaregreatlymorestringenthancommonpracticesin
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thebuildingindustry,thestandardsthemselvesmayimpelthedevelopmentof housing
unitsoutsidethecontrolledareaandthuscontributeto sprawl. (Harvey& Clark, 1971,
pA77
Ontheotherhand;planningand constructionpenrusslOnprocesscould be more
difficult.Theremaybe manybureaucratichandicaps and theseplay withdrawing
effectontheinvestor.Generallyit is easiertotakeplacewhicharenotjust plannedand
underthecontrolof localauthority.
But;sometimesentrepreneurschooseto locatesomewhereunderthecontrolof central
authorityandtryto takelandusepermissionafterconstructionby usingtheirpolitical
relationships.
Inaddition;developmentamnestieshaverisenin the placeswherearelesscontrolled.
Landsunderthecontrolof centralgovernmentauthorityaregenerallyverylarge.Onthe
otherhand;therearenotenoughstaffor effectualsystemsto controlthedevelopments
onthoselands.
All of thesecomplexpublicregulationswhichhavedifferentcharactersaccordingto
countries'local and central authoritieshave caused the increasingof ribbon
developmentasaform0sprawl.
2.4.7.Regionalandsocio-economicpolicies
Forthesolutionof unhealthyareasin big cities it was thoughtto be the long term
solutionmustbedecentralisationof cities.
Transportationis a stronglink betweenurbanandruralareas.It is themosteffective
toolfor changingand development."transportpolicies havebeen devisedboth to
sustain,andencourage,furthergrowthin developmentregionsandto usetransportasa
meansof spreadingeconomicbenefitsto thoseareaswith little involvement,in the
successfulindustriesof the19thand201hcentury."(Hall, 1996)
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Animprovedandco-ordinatedhighwaysystemwas essentialto theprosperityof the
city,yetno matterhow plannersdrew co-ordinatedtransportationlines, the poorer
townsandsuburbshadno meansto constructhem.Statehighwayaid continuedto be
allocatedto rural areasand avoidedin corporatedtowns. No surprisingly,then,
transportation,traffic and long term solutionsformedthe hearthof most regional
strategiesin 1920s.(Boyer,1983)
Theplannersthoughtthatby thesestronglinkagesbetweenruralandurbanareasthe
integrationof both societywould be possible.But as result; the rural influences
neutralisethetown.Urbaninfluencesneutralisethecountry.In a few yearsall becomes
neutrality.Theruralpropertiesuchasthesofterbeauty,therichness,thefruitfulnessof
thatmotherof men, the countryside,are debasedinto one sterile,hermaphrodite
beastliness.The aim of integrationof rural and urban areasappearsas a new
unidentifiedsociety, differentfrom its social roots. New way of life based on
automobilehaveoccurred."traditionhasbrokendown.Tasteis utterlydebased.If there
isnoenlightenedguidanceor correctionby theauthoritiesenvironmentalfeatureswill
bedamagedin a shorttime."(Hall, 1996)
"Undercapitalismtherelationshipbetweendevelopedandunderdevelopedareasis the
mostobviousand most centralmanifestationof unevendevelopment.(By uneven
developmentis oftenmeantthe self-evidentruththatsocietaldevelopmentdoesnot
takeplaceeverywhereatthesamespeedor in thesamedirection.)andoccursnotjustat
theinternationalscalebutalsoatregionalandurbanscales."(Smith,1996,p.77)
"In termsof geographicalspacethe expanSIOnof capitaland the equalisationof
conditionsandlevelsof developmentarewhatleadto theso-called"shrinkingworld"
orto"space-timecompression"."(Harvey,1989).Capitalderivesto overcomeall spatial
barriersto expansionand to measurespatial distance by transportationand
communicationtime."(Smith,1996,p.78)
"Attheheightof theoptimismof post-warexpansionMelvin WEBER developedthe
conceptof newtechnologies,especially·in communicationandtransportation,manyof
theold forms of social differenceand diversitywere being brokendown. For an
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increasingumberof peopleeconomicandsocialpropinquityhadbecameemancipated
fromspatialpropinquity,withtheexceptionof thepoor,heargued,urbanitieshadfreed
themselvesfromtherestrictionsof territoriality.Weber'snotionof "non-placeurban
realm"wasgivena wide and appreciativeairing,notjust becauseits optimismand
idealismwerewonderfullyin tunewith thetimesandbecauseit seemedto expressthe
risingliberalvision of the urbanplanningprofession,but also because,however
nebulously,it did expressa real,concretetendencyin post-warurbandevelopment."
(Smith,1996,p.80)
Attheurbanscale,themainpatternof unevendevelopmentliesin therelationbetween
thesuburbsandtheinnercity.Thecrucialeconomicforcemediatingthisrelation,atthe
urbanscale,is groundrent.It istheequalisationanddifferentiationof groundrentlevels
betweendifferentplacesin themetropolitanregionthatmostdeterminestheunevenness
of development.Of coursethereare other social and economicforceswhich are
expressedin thegroundrentstructure.Wageandincomelevelsarecertainlyexpressed
in classandrace segregationin a city's housingmarket,but thesedifferencesare
mediatedthroughgroundrent.Or thetransportationsystem,for examplemakessome
locationsmoreaccessibleandthereforemorefavourable,leadinga higherlandprices
whichrepresentnothingbut more highly capitalisedgroundrent.But thereis an
obviouschicken-and-eggquestionhere:doesa newtransportationsystemrestructure
thegroundrent surface,henceleadingto new development,thus necessitatingnew
transportationsystems?Certainlyat the urban scale,the latteris the norm where
fundamentallterationsareconcerned.This is thedifferencebetweensuburbanisation
andribbondevelopment.Suburbanisationof coursemorefundamentalprocessin urban
growth.Ontheotherhand,ribbondevelopmentis consideredto berelativelyephemeral
althoughclearly enhancedand encouragedby the developmentof the meansof
transportation.Suburbanisationis theproductof deeperandearlierforces.But whenwe
comparebothdevelopmentprocessaccordingto theimpactson theinnercity suchas,
ribbondevelopmenthasformedmoreevidentdamagesin citiesandon society.At first
ithasdamagedtheplanningby its uncontrolledcharacter.In addition,it hascaused
peopleto live in unsecured,undevelopedplacesfar awayfromthepublicserviceswith
afullof noise.Theseimpactsalsocausessomephysiologicalproblemson thepeople
livingthere.(Smith,1996,p.80,81)
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2.4.8. Locationcriteriaof industry
By thechangesin productiontechnologiesandconsumertastes,thegeneralshiftfrom
extractiveandheavyindustryto lightandserviceindustryandchangesin transportation
technologymanyof theindustrialfirmshavechosento locateoutof thecity.
Theindustriesof thetwentiethcenturyareorientedtowardmarketsandlaboursources
inthecity.Theyno longerneedto locatebesidethenaturalresourcesandwaterpoint
thatdeterminedlocationof nineteenthcenturyindustry.At thesametimechangesin
transportation,communication,bookkeeping,manufacturingandretailingtechnologies
havemadedifferentparcelsof landwithinurbanareasequallyattractive.It is no longer
necessaryforafactorto locateinthecentercityfor economicreasons;theouterparcels
willdojustaswell,or better.(Meyer,1966,p. 18)
Mostof thenearsitessuitablefor manufacturinghavebeenappropriatedby industryof
anearlierera,thusexpanding,andparticularly,new industryin an urbanareahasa
resorttomoreandmoredistantsites.Suchintra-urbandecentralisationreacheda new
maturityas improvementsin transportationbrokethe locationalmonopolyof central
sizesandwasacceleratedbytechnologicaldevelopmentsin production.
As theautomobilehas given mobilityto the worker, manyfirms engagedin light
manufacturinghavemovedawayfromthecenterof thecitytothesuburbswherelandis
inexpensive,andlargetractsfacilitateonestoryplants,storageareas,andparkinglots.
Sitesnearthehighwaysareverydesirable.Many wholesale,too,havebeenattractedto
similarlocations.(Nelson,1971,p.82)
Heavyindustrieshasalmostentirelymovedoutof theinnercity.The developmentof
railroadandtruckspermittedindustriesto leavethecentralareas.Seekingextensive
sitesfor sprawlingfactories,parkinglots, and storagefacilities,largemanufacturing
complexesarenowcharacteristicallyfoundin outlyinglocations.(Nelson,1971,p.82)
Thedevelopmentof space-extensivet chnologyhasreducedthe demandfor central
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location,for the urbanblock representsan obsolescentsite for modernplant.The
increasingratiosof land per plantand per worker associatedwith new production
techniquesfavourlargesitesas do the high disinvestmentcostwhich promptfirms
movingto the suburbsto buy large areasof land to safeguardfuture expansion
prospects.
Forurbanmanufacturingthechoiceof sitesis beingincreasinglywidenedby transport
improvementswith regardto materialassemblyproductdistribution,andjourneyto
work.Thisallowsproductiveactivitiesto takeadvantageof economiesassociatedwith
moderntechniquesin newbuildingson largesitesawayfromcongestedurbancenters.
Mostfirms,therefore,havereasonablyfreechoiceof sitewithinanurbanareaandall,
exceptexternaleconomyindustriesand certainlocal marketindustries,havebeen
favouringopenspace.Industriesaregrowingmostrapidlyand industrieswith large
plantshavebeendealingto moveurbanperiphery.
Briefly;theinfluenceof transportationfactorson intra-urbanmanufacturinglocationsis
reflected,particularlyin choiceof sitesby heavyandlight industry.It canbesaidthat
heavyindustrieslocatealongsidethe route affordingthe cheapestransport.Light
industriessuchasfoodprocessingandelectricalgoodsthatdependon motortransport
formaterialassemblyfrom andproductdistributionbeyondtheurbanareapreferto
locatealongtherail roads.Smallmanufacturingfirmstendto locateon theareaswhere
theyminimisetheirtransportandlabourcostsandalsothevalueof land.Radialroads
whichconnecttheinnercitywith suburbanandruralareasbyenergylinespreferredby
thesefirmsforminimisingmanyof thelocationalcosts.
In addition;manyof thesefirms attracttheworkers.So it couldbe possibleto see
workers'housesnearthe factoriesand alongthe roads.They tendto minimisethe
commutingcostsandalso infrastructurecosts.As a resultof theseloeationalfactors
ribbondevelopmenthasoccurredbytheinfluenceof industriesalongtheroads.
TheseFordistlocationalcriteriafor heavyandlightindustrieshavechangedby theend
oftwentiethcentury.In thetwentiethcenturyuntiltheendof 1970sclassicalindustrial
locationaltheorybasedontheminimisationof transportationcostswaseffective.In the
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Weber'smodeloptimumsitefor industriesis theintersectionof landswhereis closeto
rawmaterialsandtomarketingareas.(Ocakyl,1997,p.30)
Asaresultof theseIocationalpreferencesin theindustrialsector,bigportionsof world
capitalagglomeratedin big cities. By the effectof Fordism,the industries,which
achieveda certainlevelof specialisation,took placein urbanareaswith a distinctive
zoooing.Thoseindustriesneededa big amountof labourforce.So a migrationfrom
ruralareasto thoseurbanareaswheretheindustrialsectoragglomerated,began.As a
resultof this migrationprocessthe populationof big cities increasedvery rapidly.
Housesforworkerswereconstructedaroundtheindustrialareas.This situationcaused
theincreaseof regionaldisequlibrium.A centre-peripheryseparationwasrealisedin the
worldeconomy.(Okten,1997,p.27)
Althoughtechnologicaldevelopmentsandadvancedindustrialproductionagglomerated
inthemetropolitancitiesof developedcountries,theindustrieswhichproducetheraw
andsubsidiarymaterialsfor thoseindustrieswith simpleproductiontechniqueslocated
intheundevelopedperipherycountries.
In Fordistmodeof economyfirms havesomeoligopolisticadvantagesupportedby
customs.By theeconomiccrisesin theworldeconomybecauseof thehugeincreasein
petrolpricesin 1973,thoseindustrialmanagementcouldnotmarketingtheirproducts.
It wasrealisedthat mass-productiontechniquesof the Fordist economywere not
profitableand flexible. It was necessaryto minimisethe scale of the industrial
managementi a way which could easilyadoptedto the changingconditionsin the
worldeconomy.Thedevelopmentsin thecommunicationandtransportationtechniques
maketheflowof informationandcapitaleasierandfasterwithminimumcosts.In other
words;theimportanceof transportationcostsdecreasein thetotalcosts.This situation
changesthelocationalcriteriaof industrialestablishments.(Okten,1997,p.27)
After1980s,by the effectof Post-Fordisteconomy,the capitaldecentraliseto rural
areaswherelandpricesandlabourcostsarelow. This decentralisationpoliciescauses
anotherdilemmafromplanningperspective;thecitieswhichcouldnotbeindustrialised
becauseof Fordist modeof economiclocationalcriteria,arenow competingfor taking
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aportionfromtheworld industrialcapital. Post-Fordistorganisationotonlychanges
theclassicalindustrialocationtheoriesbut alsochangesglobalcompetition.By the
minimisationof thescaleof managementtheproductionunitsof a firm separateinto
sub-units.This situation increasethe flexibility and decreasethe risk factors.
Reorganisationf industrialocationsbytheimpactof globalisationof courseaffectthe
ribbondevelopments.The importanceof highway transportationdecreasesby the
technologicaldevelopmentsin communicationtechniques.Industriesmaylocatein the
centerof citiesor they may decentralise.at the end of this process.Thereforethe
adaptationf theexistingindustriesto thespaceandplanningthe citiesaccordingto
thosechangingeconomicconditionsnecessitateto developnew approachesfrom
planningperspective.
2.5.COSTS OF RIBBON DEVELOPMENT
2.5.1. Uneconomicextensionof utilities
Ribbondevelopmentis usuallyacceptedasbeinginordinatelycostlyto thesociety.Cost
perunitearlyin thedevelopmentspanof anareaobviouslytendto begreaterthanthe
costperunitaftertheareahasreachedmaturity.Quiteoftenthedevelopmentcostof the
peripheryarehighbecauseof thenecessityfor thedevelopmentof a newprivateutility
suchasasewagedisposalsystembecauseof thesystemservingthemainsegmentof the
settledareacannotbe expandedfor technicalor financialreasons.(Goodall, 1972,
p.198)
Suchdevelopmentcouldbequalifiedasthewasteof thenationalsourcesespeciallyin
undevelopedordevelopingcountries.Capitalshouldbeusedoptimallyaccordingto the
nationaldevelopmentstrategies.The mostcommoncasein urbandevelopmentis the
extensionof utilities to new, not fully developedareas.The immediatecost of
development,theultimatenumbertobeservedandcostperusershouldbecalculatedat
thebeginningof thedevelopmentprocess.
Accordingto HarveyandClark; "Capitalcostsassociatedwith landdevelopmentand
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utilisationcanbeshiftedfromthelandownersto societyonlyin thosepeculiarcasesin
whichpubliclyownedutilitycorporationsarewillingto installsewerandwatersystems
forthebenefitof theindividualoccupantswithoutlevyinga chargesufficientto cover
thecostsof theinstallation.In orderfor thecostof developmenttobeshiftedto society
undersuchcircumstances,therewould have to be maladministrationin the public
sector.By far themostcommonequitableapproachto thepaymentfor theinstallation
ofurbancapitalfacilitiesis for thedeveloperto payto theutilitycompany,whetherit
wouldbepubliclyor privatelyownedtheactualcostsof installation."(Harvey& Clark,
1971,pA81)
If anareais developedasa ribbonwithoutadequatepublicservicesthecostsof actual
constructiontypicallyarepaidbyassessmentsleviedagainsthepropertyownersserved
bythenew facilities.Poor administrationor the absenceof public administration
producecoststo societywhichmightproperlybebornebytheindividual.
2.5.2.Loss of agricultural lands
Potentialurbandevelopmentis allegedto be a threatto theexistenceof agriculturein
therural-urbanfringe.However;the seriousnessof long-termagriculturalshortages
dependsprimarilyupon a race betweentechnologyand population.The loss of
agriculturall ndin theshortruncanhardlybeconsideredablowto society.
Developmentis generallyconcentratedon thoselandsmostreadilyandeconomically
available.Site characteristicsinfluence the developmentcosts; thus sites with
developmentalh ndicaps,suchasliabilityto floodsor excessiveslopeareavoidedand
thosewithpositivequalities,suchas sandysoils, are preferred.Indeedmanyof the
physicalqualitiesmakinglandvaluablefor agriculturealsomakeit valuablefor urban
use.Ribbondevelopmentasa formof sprawlis developingin thebetterfarmingareas,
becauseusesarebuyingaccessibility- to roads,publicutilityservices,etc.- andthese
aremorereadilyavailablein thebetterfarmingareas.Thusagriculturehaslittlesuccess
instemmingurbangrowth.(Goodall,1972,p. 188)
Ontheotherhand;there is nothingpreciousaboutthe areaof any particularuse;
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allocationsfor agriculturalpurposesaredeterminedby marketforces.Moreover;if the
priceof specialproductsor someotheragriculturalspecialitybecamesufficientlyhigh
toyielda returnonthelandhigherthanthatearnedunderanurbanuse,thana transfer
fromurbanto agriculturaluseswould takeplacein contrasto thattypicallyoccurs.
(Harvey& Clark,1971,p.481)
Landis notprimarybut alsothesourceof food intakeandlossesin this casecanbe
consideredirretrievablesinceittakes 150yearsfor only 1cm2of firstclassagricultural
landtomature.(Sara~er,1978)
A newroadattractheurbanfunctionsarounditself.And if it is constructedon rich
agriculturallands,theloseswill bemorethanit is supposedbeforeconstruction.Ribbon
developmentcausesto lossin agriculturalproductsalsoby damagingthecompactness
ofagriculturallands.So thesuccessof agriculturedecreasesgraduallyagainstribbon
development.
The loss of agriculturallands is a result of inadequatepublic control and also
insufficientplanningdecisions.Cost studiesshould be done before allowing an
agriculturallandto highwayuse.Gainsfroma landwhichis undertheagriculturaluse
orurbanuseshouldbeanalysedin thelong-term.
2.5.3.Decreasein thecapacityof roads
By theincreasingof carownershipinthecitiesandsuburbanareas,muchof thestreets
andhighwaysystemshave becameobsoletein design,inadequatein capacityand
inefficientin operation.
Theautomobileproblemin urbanareasderivesprincipallyfromthefactthatcitiesand
theirstreetlayoutsweredesignedfor themostpartbeforetherequirementsof thenew
vehiclewere visualised.The result today is an absenceof good circumferencial
distributionin the outer areas and a concentrationof vehicles that cannot be
accommodatedin thedowntownsection.
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In suburbanareaswherenew road buildinghasprogressedquiterapidly,the results
havenotbeenmuchdifferent.Many milesof thesehighwayshavebeenencroached
uponbycommercialandresidentialusesthatcausesribbondevelopmenthavereduced
thecapacityof the travelledway and increasedthe rate of traffic hazards. The
disorderlystripsof commercialdevelopmentalongtheroadsideshaveatthesametime
createdconditionof blight that have subtractedfrom the financial ability of the
communityo buildmodemfacilities.(Owen,1966,p.39)
Mostcitiescontinueto settlefor the unfortunatecompronuseof furnishingmam
highwaysto servethe dual purposeof movingtraffic and providingaccessto land.
Thesetwofunctionscannotbesuppliedadequatelyby thesameroad.Numerouspoints
ofentranceandexitalongtheroadsideandthetraffictheygenerateseriouslyinterfere
withfastmovingvehiclesand reduceboththe capacityand safetyof the highway.
(Owen,1970,p.21)
Thedeathrateon conventionalhighwayswithoutcontrolof accessis generallytwo to
fourtimesas high as on roadswith accesscontrol.Speedsof vehicleoperationon
controlledaccessfacilitiesin urbanareasis muchgreaterthananordinarystreet.Owen
pointsouttheresultsof a surveywhichwasdoneon 12highways.Thesurveyindicates
thatwithfull controlof accessthespeedof travelwas47 milesPer hourbothin cities
andinruralareas.Withoutaccesscontrolaveragetravelspeedsin urbanplacesfell to
26milesperhour,andin suburbanareasto 39milesperhour.(Owen,1966,pAl)
Becauseof thesereasonsribbon development1S also allegedto jeopardisingthe
highwayinvestments.
2.5.4. Damagein scenicquality
Anothercostof ribbondevelopmentis damageof scenicquality.It is generallyoccurred
asananaestheticandunsightlydevelopmentthatdamagedthescenicquality.
Becauseof itsbeingunplanned,thusuncontrolledandof courseunwanteddevelopment
processthereis noorderoranarchitecturalquality.
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Commercialpropertiesstrung along the highway right-of-way have causedthe
progressived teriorationof adjacentresidentialproperties,thevalueof whichhasbeen
reducedby borderingof land uses that are frequentlyunsightly and generally
incompatiblewith theirsurroundings.The expectationsthatroadsidecommercialand
industrialestablishmentswill ultimatelyeatintocontiguouslandaspopulationgrowth
createsthe need for further expansionhas discouragedproperty owners from
undertakingadequatemaintenanceand hastenedtheblight thatuncontrolledribbon
developmentmakesinevitable.(Owen;1966,pAl)
Inadditionto thesepatternswe couldaddthemonotonyof communitydevelopments
thathavetransplantedthepatternsof obsoletecitiesinto theroadsides.Industrialand
commercialdevelopments,poorlykept and scatteredwilly-nilly over the landscape,
contributeo theunpleasantpanorama.Thesedevelopmentsthemselvesdo not cover
muchof theland,butthesurroundingareasleft vacantarehardlysuitablefor anything
else.Manybusinessconcernsstill fail to recognisetherelationbetweenplantaesthetics
andpublicrelations.(Owen,1970,p.21)
Theresultis "the kind of degradedurbantissuethatis growingup aroundour great
metropolitanareas,neitherurbannor rural,not vegetable,animalor mineral.It is a
mixed-upkindof communityin whichthereis reasonto preferonepatchof theurban
blightoanother."(Owen,1970,p.21)
2.5.5.Environmentaland socio-culturaldamages
Erroneoususeof landsfor highwaytransportationbringstheareanewsettlementsand
industrialdevelopmentswith all it's inftastructuralcosts thus ribbon development
occursButthiscausesdamagein thelandusepatternof theareacompletelyresulting
withecologicalandsocio-culturalproblemsbothin shortandlongterms.However,use
ofresourcesin ruralareashasto bedonein theframeof sustainablelanduseapproach
concerningconservationof ecologicalvaluesand developmentogetherin the same
resourcemanagementprogram.(Akpmar,Kurum, Selimoglu,Duman,Haktamr,1995,
p.649)
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A newroaddirectlyeffecttheenvironmentalbalance.It causeserosion,landslideand
airpollution.In additionit damagesthequalityof subterraneanwaterresources,andthe
othernaturalresourceswhichdirectlyfeedingfromthesewaterresources.
Especiallyit effectsthenaturalandscape.For example,thefactorssuchasseparatingof
theland, splits and fillings, changingsurfacewater routes, being the surfaces
impermeableby asphaltareeffectstheecologicalsystemdirectly.Ribbondevelopment
risesthese ffectsto highlevels.As a resultof thesedamagesin ecologicalsystem,the
hydrologicyclechangesby thedecreasein theamountof surfaceandunderground
waterandThis situationdirectlyeffectsthequalityof forests,pasturesandagricultural
lands.(Akpmar,Kurum,Selimoglu,Duman,Haktanlr,1995,p.651)
Industries,workingwithpoortechnologyandweakinfrastructure,alongtheroadshave
influencedproductionnegativelyand are leadingto pollution of environment.In
additiontowaterandsoilpollutiona roadis alsothesourceof noiseandairpollutionin
urbanareas.Automobiles,trucksandothervehiclesworkingwithgasolinearethreatfor
theecologicalsystem.Theseproblemson environment,by the effect of roads and
ribbondevelopmentsalong themhaverisen to high levelsby rapid urbangrowth,
populationi creaseandsprawlall aroundtheworld.Becauseof thisreason;sustainable
development-World Commissionon Environmentand Developmentdefinedit as
development"that seeksto meetthe needsand aspirationsof the presentwithout
compromisingtheabilityto meetthoseof the future"- havebeenthe solutionof the
environmentalproblemsby achievingeconomic,ecologicalandsocialobjectivesin a
balancedandintegratedmanner.(Ambio,1996)
Thesearetheproblemsof not onlyundevelopedor developingcountriesbut alsothe
developedcountries.Uncontrolledandunplannedribbondevelopmentsthatdestroythe
agriculturallands,tree-plantings,naturalstructureof the lands(surfacewaterroute,
topography,permeability)haveforcedtheplannersto developstrategicplansthrough
sustainabilityandecologicalplanning.
In addition;ribbondevelopmentcausessomesocio-culturalproblemsin rural areas.
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Peopleliving in rural areashave a differentway of life generallydependon the
agriculturaleconomy.By ribbondevelopmentthe communicationbetweenrural and
urbanareasincreases.New sectorssuchasindustryandservicesappearson rurallands
andmanypeoplebeginto settlein thevillages.Theremayhavesomesocialconflicts
betweentheoldandnewinhabitantscanbeappeared.
Ontheotherhand,theruralinhabitantsespeciallytheyounggenerationsbeginto work
inthesestablishmentsandtheeconomiclife changesveryrapidway.It mayhaveseen
asa positivefact for theintegrationof ruralandurbansociety.But everyrapidsocial
changescausemany problems.If thesechangesdoes not dependon any social
integrationprojects,thedamageswill bemoresevere.
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CHAPTER III
CASE STUDY: RIBBON DEVELOPMENTS IN AYDIN ALONG
IZMIR-DENIZLI HIGHWAY
3.1.GENERAL REVIEW OF STUDY AREA
Inthepreviouschapter,thecausesandthecostsof ribbondevelopmentsareexamined.
Theformationof suchdevelopmentsandtheirimpactsaregivenby referringthetwo
developedcountries-the UnitedKingdomandTheUnited Statesof America-where
ribbondevelopmentswas first realisedin the world. It is clear thatTurkey is also
experiencedthe samedevelopments,but it hasnot beenseriouslyhandledyet as a
planningpolicyissue.The impactsof ribbondevelopmentsontherichagriculturalands
andthe lossesin the nationaleconomybecauseof that uncontrolleddevelopment
processhavenotbeentakenseriouslyintoconsiderationin planningdecisions.
So,it is aimedatthisthesisto takeupthatproblemandexemplifythecausesandthe
costsof ribbondevelopmentonanagriculturallyrichareaof Turkey,where,atthesame
time,is subjectedto a rapid urbanisationby the effectsof nationaland regional
dynamicsuchas migrationfromruralareasto urbanareasandby thehighwayand
railwaylinesconnectingthestudyareato Izmir, thethirdbiggestmetropolitancity of
Turkey.
Thestudyarea(Aydm)is locatedononeof themostfertileplainsof Turkey.Thenorth
andsouthsideof theprovinceis coveredwith mountains.The MenderesRiver takes
placebetweenthesemountainsandmanyof thecitiesandthevillagesaresettledon the
plainasa pearlnecklaceonthehighway.(Fig. 2) Theselandsarethemostfertileplains
ofTurkey.Agriculturalproductscultivatedfromthisfertileplainis themainsourceof
incomeforthepeopleof thearea.As a resultof thiseconomicstructureAydmis known
asanurbancenterof agriculturallyricharea.
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izmir- Denizlihighwayactsasa powerfulmagnethatattracturbanfunctionsaround
it.It isgenerallycheaperto constructransportationetworksontheseflat lands.On the
otherhand;variousurbanlanduses,suchas; commercialestablishments,residential
areas,industrialplantsandtheotherfunctionstendto locatealongtheselines,because
constructionon siteswith minimalslopesminimisethe constructioncosts.Suchflat
landsaregenerallythecatchmentbasinareasof Menderesriver,in otherwordstheyare
alsoveryconvenientforagriculturalproduction.
Duringitshistorytheselandshavebeenthemostsuitablelandsfor thesettlements.In
Turkey,someof thebig metropolitanareasarealsofoundon thosefertileplains.By
rapidurbanisationdueto populationincreaseandmigrationfrom ruralareasto these
areascausedtheincreasein populationdensitiesdayby day.This meanslargeamounts
of agriculturalands have been transformedto non-agriculturaluses without any
limitation.
3.1.1.Agricultural Structureof thestudyareain Turkey
Onthecontraryto theopinionthatour countryhavelargeagriculturalands,it was
provedthatTurkeyis in thecategoryof thecountrieswhich consumetheagricultural
landreserveswiththeother19countriesin theworld.(Ark, 1970)
Turkeyis topographicallyquitemountainouswith landhavingslopesof 15%or less-
comprisingonly20%of itstotallandarea-,andagainonly34 % of its totallandarea,
thatis, 26,5 million hectares,is being devotableto the productionof agricultural
products.(Ark, 1970,p.29).The first, secondandthirdclasscultivablelandmeaning
themostviablein termsof soil, climaticandhydrologicconditionsandthusavailable
foreverytypeof productioncompriseonly24,8%or 19,3million hectare,andfourth
classlandunsuitablefor the productionof most cropsbut availablefor otheruses
comprise9,3%,thatis 7,2millionhectare,of againthetotalnationalandarea.(Sara~er,
1978,p.35)
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LAND CLASSIFICATION OF TURKEY
Class
Area(ha) %
1
I 50125376,4
1
II 67587028ill 75743309IV 201 0163TOTAL 5 65853 ,
11
1 547,I 1 8 31 2VII 362 5464 69 6330 0
...
VIII 4 5 909111
i:Cultivableland
ii:Landnotsuitablefor cultivation
iii:Landnotsuitablefor agriculture
Table1:Land classificationof Turkey
Accordingto theTable1,60%of Turkey'stotallandareais unsuitablefor cultivation.
Ontheotherhand,irrigatedagriculturalland,thatis landreadyfor cultivationwith the
leastinvestment,comprisesonly7,1%of it whereasthesameratiois 19,6%for Greece,
69,1%for China and 8,5% for theUnited States.(Sarayer,1978,p. 36). Therefore,
primeagriculturalland is a scarceand limited resourcein our countrynot only
quantitativelybutalsoqualitatively.
Aydmhavea mountainoustopographicalstructure.Although72%of theprovince'land
iscoveredwith mountainstheother28% is the mostfertilelandof thecountry.The
landclassificationof theprovinceis shownin Table2.
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LAND CLASSIFICATION OF AYDIN
Class
rea(ha)%
1
I 542977
1
I 491716I I 738849V 48060
TOTAL
225 1228
1
00
1
I 10 213
1
V I 642985TOTAL 56710071
...
VIII 8301111
TOTAL
9 500
Table]:LandclassificationofAydzn
Accordingto thesevaluesin Table2, onlythelandswhichareunderthescopeof 20%
are1st,2nd, 3rd and4th classcultivablelandsin Aydm.(Fig. 3,Fig. 4) In otherwords;all
additionalurbanfunctionswhichwill cometo thisareameanstheloss of agricultural
lands.Sincethat landsof agriculturalproductionareunderthe attackof residential,
industrialandcommercialareas,a specialplanningperspectivewhichmostlydependon
theconservationof the agriculturallands and on the developmentof agricultural
economiesshouldbedeveloped.
3.1.2.Developmentprocessof transportationand industrialisationin Aydm
Transportationhasan importantrole in industrialisation.The highwayandtherailway
passingthroughthemiddleof Aydm fromeastto westarethemaincatalystsof Aydm
economy.The railwaywhich connectsIzmir metropolitancity to Aydm andtheother
easterncitieswas constructedin 1866by an English firm. In the middle of the
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nineteenthcenturyEnglish textile industryhad fallen into impassebecauseof the
Americani terwar.So theyhadlookedfor alternativemarketsfor theraw material-
cotton-whichthetextileindustriesneedmost.Menderesplainwas an alternativefor
cottonproduction.But thereshouldhadbeenstronglinkagefor the transportationof
cottonsto Izmirport.In thatcase,it wasdecidedto constructAydm-Izmirrailwayasa
partofthecommercialprojectbetweenEnglandandOttomanEmpire.
Theeconomicstructureof the regionwas really affectedby this railway line. The
agriculturalproductwas increasednearlyat a rateof 200,10 afterits construction.As a
resultof thoseeconomicgrowth,the ratio of Aydm's incomein the grossnational
product(GNP) wasreachedatarateof 15%in 1910.But afterthattimebytheeffectof
WorldWar I, the economiclife of the regiongot worseas parallelto the national
economy.(AydmValiligi, 1998,p.65)
Attheearlyyearsof theTurkishRepublic,thecentralgovernmentgaveimportanceto
therailwayinvestmentsall overthecountryin a comprehensiveplanningperspective.
Thentheprivatesectorhasbecameeffectivein thenationaleconomyafter 1950sas
parallelto the changingpolitical approachesin the country. In that period the
transportationpolicieswaschangedinto a mannerof developinghighways.Thus new
highwayswasconstructedall overthecountry.Izmir-DenizliHighwaywasconstructed
between1950-1960.Those changesin the political preferencethat supportprivate
sectorandin thetransportationpolicieshavemadecitiesto growalongthehighways.
Developershavechosenplacesespeciallyalongthehighwaylineswheretheyminimise
theirconstruction,transportationandmarketingcosts.
Centralgovernmenthave supportedall the industrialestablishmentswithout any
limitation.At the end of that processthe big cities and the importantroadsthose
connectingthebig marketshavecoveredwith industrialestablishments.Especiallythe
MarmaraRegion has becamethe hearthof Turkish economyas a result of these
policies.But thecapacityof theregionhadcameto anendat about40 years.In this
period,althoughIzmirandDenizli hadbecameindustrialcitiesin AegeanRegion,there
hadbeena slow industrialisationprocessin Aydmtill 19808.By therapidpopulation
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growthdueto migrationfromeasternregionsof the countryto west,theagricultural
productionof Aydm havebecameinsufficientfor the localpopulation.New sectoral
developmentwasneededfor theeconomicdevelopmentof theprovince.So manyof the
localentrepreneurshave directedtheir investmentsto industry.On the otherhand;
Aydmis verysuitablefor theotherentrepreneurswho cannotfind a placeon themost
industrialisedregionsof Turkey.By the constructionof big dams,the mostserious
infrastructuralproblemof industryhasalsobeensolved.So theareahasbecamevery
attractivefor industriesby the low infrastructureand transportationcosts,low land
valuesetc.
Thesewerethe local conditionsthathavecausedtheribbondevelopmentson Izmir-
Denizliaxisin Aydm.Theentrepreneurshaveestablishedtheirplantsaccordingto their
personalpreferences.Industrialisationwas seenastheonly way for developmentand
progressby local and centralgovernments.So they have connivedat the location
industriesalongtheroadswhichpassthroughthefertile landsandthosewhich have
stronglinkagestobigmarketareas.
3.1.3. Legal provisions taken for the preservation of agricultural lands and
environment
It is generallyacceptedthattheconstitutionandthe laws havemanyloopholes..But
whenwe examinethemit is seenthattherearealsomanypositiveresolutionsabout
landuseandenvironment.For example;in the constitutionthatbecameeffectivein
1982;
- (ConcerningArticleNo: 56)Everybodyhastherightto live in a healthyandbalanced
environment.It is the dutyof stateand citizensto developthe environmentandto
preventtheenvironmentalpollution.
In thisarticleit is obviouslyproclaimedthatthegovernmentsandthecitizenshaveto
protectenvironmentandavoidanyactthatdestroyit. It is acitizenshipduty.
-(ConcerningArticleNo: 169):Governmentshouldtaketherequiredprecautionsand
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actstoprotectanddevelopforests.
-(ConcerningArticleNo: 23):Citizens'freedomof settlementcouldbe limitedby laws
fortheformationof healthyandsystematicurbanisation.
-(ConcerningArticleNo: 35):Everyonehastherightof inheritanceandproperty.These
rightscouldonly be limited for public right. The use of propertyrights cannotbe
againstthepublicrights.
It isveryclearthatthepublicrightsthatis themainprincipleof healthyurbanisationis
supportedbytheconstitution.In otherwords;thereis no legallimitationfor theplanner
toformhealthyandbalancedsettlementsin whichall thepublicutilities is existing.
Thereare also other articlesabout the preservationof agriculturallands in the
constitution.For examplein the 44th article, it is said that "governmentstake the
necessarymeasuresfor theeffectiveusageanddevelopmentof landandpreventheloss
oflandsbyerosion."
Andinthearticlenumbered45,it is expressedthat"Governmentshelpthefarmersand
husbandriessupplyingtheirtools,materialsandtheotherinputseasilyfor reducingthe
aimlessusage(usagefor non-agriculturalactivities)anddamageof agriculturalands
andpasturesandfor increasingvegetableandanimalproduction."
All of thesearticlesof theconstitutionshowus thatall thenecessaryrecommendations
anddecisionsfor betterurbanisationprocessand protectionof environment(forests,
agriculturallands,pastures,etc.)havebeentaken.
Inadditiontothesearticlesin theconstitutiontherearespecialawsabouteachsubject.
Forexamplethereis an"EnvironmentAct Numbered2872"whichbecameeffectivein
09/08/1983.In itsfirstarticletheaimof theactis explainedas"Theaimof thisactis to
regulatetheruralandurbanlanduse,to protectandto supplytherationalusageof
naturalresourcesaccordingto legalandtechnicalprinciples."
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Anotherspecial act about agriculturallands is "Agricultural Land Reform Act
Numbered3083About theRegulationof IrrigatedLands."It hasbeeneffectivesince
22/11/1984."The aim of the act is (concerningarticle no: 2) to regulatethe
appropriationof agriculturalandirrigatedlandswheretheCouncilof Ministersdecideit
isnecessarytotheirusingfor anotheruses."
ThisAct sometimescouldbe usedagainstits aimwithoutany adequatecost-benefit
analyseandtheselandcouldbe seenas appropriatefor non-agriculturalusageby the
politicians.For exampletheycoulddecideto givepermissionor to supportindustrial
establishmentsona veryfertileland.However;theremaybemoreappropriatelandsfor
industrialusagein thesurroundingareas.
In additionto theseacts;thereis a by-lawabouttheprotectionof agriculturalandthat
is "By-law About the Usageof AgriculturalLands for Non-agriculturalPurposes"
whichbecame ffectivein 11/03/1989.
Thelandswhichneverappropriatedintonon-agriculturalusagearedeterminedin this
by-law.(ConcerningArticleNo: 7)Theselandsare;
a) 1stand 2nd class landsdependon precipitationand 1st ,2nd, 3rd and 4th classes
irrigatedandplantedlandswhichareeconomicallyproductive,
b) The stonyandsaltylandswhich arein 3rd and4th classesbecauseof inadequate
drainage,however,that can be changedinto 1st and 2nd classesby agricultural
reforms,
c) Thelandswhichareunavailablefor agriculturebutontheotherhandtheyarein the
scopeof anydrainageirrigation,landprotectionprojects,or thelandwhichis notin
thescopeof anyprojectbutin a positionto destroythewholenessof project,or to
effecttheagriculturalactivityon theadjacentlandsin caseof usingit for another
activities.
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Bythesesubsectionsthelimitationsfor theappropriationof agriculturallandsfor non-
agriculturalusageis determinedcomprehensively.It couldbe so easyto protectthe
agriculturallandsby taking only that articleof the by-law mentionedabove into
consideration.But in thenextarticle(No:8) it is saidthat"if thereis no alternative
lands,the land dependon precipitationin any classcould be appropriatedfor non-
agriculturalusageintheconditionssuchas:
a) fortheplanneddevelopmentof villagesandtheothersmallruralsettlements.,
b) forresidentialusein theboundaryof adjacentareas.
c) for industrialareasandcommercialcentersin andoutof theboundaryof adjacent
areas,
d) foreducation,healthandrecreationalusagein theboundaryof adjacentareas,
e) fortourismin andoutof adjacentareas,
t) fornationaldefenceoutof theboundariesof adjacentareas,
g) forairportsin andoutof theboundaryof adjacentareas.
Today;it couldbepossibletotakeland-usepermissionfor thoseuseson theagricultural
landswithout any adequateresearchfor alternativeareasand local and central
authoritiesconniveat suchdevelopments.
Aftertheexaminationof thesearticlesit cannotbesaidthattheconstitutionor lawsare
inadequatefor theconservationof agriculturalandsin Turkey.The mainproblemis
insufficiencyof detailedanalysesfor everykind of landusesandlack of preservation
conscIOUS.
3.1.4.Specificationof casestudyarea
In orderto examinethe ribbondevelopmentsin Aydm two site surveyshavebeen
conducted:onefor theserviceandindustrialestablishments-including 30 questions-
andtheotherfor thehouses-including15questions.
Thestudyareaof thisthesisis in theboundariesofNazilli county.Nazilli is thesecond
biggestcountyin Aydm provinceandits populationis 141000.(D.i.E. 1997).It has4
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municipalitiesand58 villages.3 of thesemunicipalitiesandthe6 of thevillagesare
settledon izmir-Denizli Highway.inthe boundaryof the county.The surveywas
conductedin 9 kmlongdistanceattheeastandwestsideofNazilli centralcity.
Thisselected9 Ianaxishasthemostrepresentativesocialandtheeconomicstructureof
Aydm province.On the other hand,the changesin the economicstructureof the
settlementson the axis is almost realised.The sectoraldistributionof working
populationi centralcityis; 56%services,31% industryand13%agriculture.But when
webothurbanandruralareasof thecountyareconsideredasa wholeit canbesaidthat
theratesof sectoraldistributionof working populationare nearlythe sameas the
generalworking population distribution in Aydlll province. (63% agriculture,
24%services,13%industry).(D.i.E.,l990)
Nazilliis primariliyundertheinfluenceof thecitiesof Aydlll andDenizli. Thehighway
whichconnectsIzmir toDenizliandothereasterncitiesis passingthroughthemiddleof
theexistingsettlementareaofNazilli. Thepopulationdensityis veryhighonthisaxis.
Thetopographicalfeaturesof the city enforcedthe developmentalong this route
througheastto westbecauseof its northandthesouthsidebeingmountainouslands
withaslopeof morethan20%.(Fig.4»
In thisthesis,the studyareais mentionednot specificallyas Nazilli, but as Aydlll,
becausethe settlementof Nazilli representsthe generalpropertiesof the other
settlementslocatingontheaxisin Aydlll.
Themainaimof thesesurveysis to determinethe social,economical,environmental
andlegalfactorswhichcausesribbondevelopmentin Aydmandalsoto determinethe
propertiesof theestablishmentssettledonthecasestudyaxis.
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3.2.STRUCTURAL CHARACTERISTICS OF RIBBON DEVELOPMENTS IN
THE STUDY AREA
3.2.1.Sectoraldistributionofcommercialandindustrialactivities
The land use surveys have been conductedwith 30 industrial and service
establishments(about70% of the total establishmentslocatedon the axis) and 15
residentialunit.( again70% ofthetotalhousingdevelopmentsontheaxis).It couldnot
bepossibleto makeinterviewwith all of theestablishmentsandthehouseson theaxis
becauseof someof themnot functioningat thattimeor therewasnobodyto givethe
necessaryinformationtothesurvey.
SECTORAL DISTRIBUTION SERVICES AND INDUSTRY
SECTORS
NUM. OF ESTAB.
Industry
25
Services
5
TOTAL
30
Tabid:Sectoraldistributionofservicesandindustry.
SECTORAL DISTRIBUTION
SERVICES
%17
Figure5:Sectoraldistributionof servicesandindustry
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17%of theestablishmentsareservicesand83%areindustryinthesurveyarea. (Fig. 5)
When we examinethe resultsaccordingto sub-sectorsare: 30% food processing
industry,17%constructioncomponentsindustry,10%textileindustry,7% agricultural
productindustry,3 % chemicalindustry,and 3% mechanicalindustry.(Fig. 6) The
analysisindicatedthatthedominantsectorthatcauseribbondevelopmentsin thestudy
areais manufacturingindustry.67 % of theseindustriesusedtheexistingagricultural
productof theregionasa raw material.Thesearesmallor mediumsizedplantswhich
generallypreferto locateontheareaswheretheyminimisetheirinfrastructuralcosts.
SUB-SECTORAL DISTRIBUTION OF INDUSTRY AND SERVICES
SECTORS
NUM. OF ESTABLISHMENTS
Foodprocessingindustry
9
Agriculturalproductindustry
2
Textileindustry
3
Constructionc mponentindustry
5
Mechanicalindustry
1
hemicalindustryRestaurantLumbeGasst tionR pai sh pTOTAL
30
Table4:Sub-sectoraldistributionof industryandservices.
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SECTORAL DISTRIBUTION
Repair shops
%3
AgrICultural
Product In.
%7
Food Prcessing
In.
%30
Construction
Camp. In
%17
Restaurant
%10
Mechanical In.
%3
Gas Station
%7
Chemical In.
%3
Figure6:Sub-sectoraldistributionof industryandservices.
3.2.2.Legalstatus
67% of theestablishmentsarelocatedin municipalboundariesof Nazilli andisabeyli
(Fig.7)(53%arein themunicipalityofNazilli and14%in themunicipalityofIsabeyli)
andthe rest(33%)is locatedin the villages.( 20% in Dalltca, 7% Durastlh,7%in
Giizelkoy)(Fig.8)
LOCATION OF ESTABLISHMENTS
(AccordingtoLegalStatus)InVillageBoundaries
20
InMunicipalityBoundaries
1
TOTAL
3 LOCATION OF ESTABLISHMENTS
(Accordingtothenamesoftheplaces)Nazilli Municipality
16
isabeyliMunicip lity
4
D lhcaVillage
6
urasllhVill ge
2
GiizelkoyVillage
Table5:Locationof serviceandindustrial Table6:Locationof serviceandindustrial
establishmentsaccordingto legalstatus estab.accordingtothenamesofplaces
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LOCATION OF fSTABLISHM e-srS
(Accordingto legalstatus)
LOCATION OF EST ABLISHM e-srs
(Accordingtothe namesof the places)
GClZelkOy
ViI.
%7
InVi/.
Boundaries
%33
DalllCaViI.
%20 NazilliMm.
%53
Figure 7: Location of service and Figure 8:Locationof serviceand industrial
industrialestab.accordingto legalstatus estab.accordingtothenamesofplaces
90%of thesetotal establishmentshaveconstructionlicences.(Fig. 9) 52% of those
havingconstructionlicence,were licencedby local governmentagencies(by the
municipalities)and48% werelicencedby thecentralgovernmentagency(Directorate
of Public Works and Settlements).(Fig. 10)But 30% of theseestablishmentswhich
werelicencedby centralgovernmentagencyare now under the control of local
authority.This meansthatthemunicipalityboundarieswereenlargedthroughthisaxis.
Sothelegalstatushavechangedasaresultof boundaryexpansion.
LEGAL STATUS OF SERVICE AND INDUSTRIAL ESTABLISHMENTS
Licenced
27
Unlicenced
3
TOTAL
30
Table7:Legalstatusofserviceandindustrialestablishments
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LEGAL STATUS OF ESTABlISHMa-rrS
unlicenced
%10
licenced
%90
Figure 9:Legalstatusof industrialandserviceestablishments
LICENCED BY
CentralGovernmentAgency
13
LocalGovernmentAgency
4
TOTAL
27
Table8:Thedistributionofgivenlicencesbetweencentralandlocalgovernments
LICENCED BY
Central
Gov.
Agency
%52
Local Gov.
Agency
%48
Figure10: Thedistributionofgivenlicencesbetweencentralandlocalgovernments.
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Territory
Licence
%26
Ontheotherhand;the licencedestablishmentswere legalisedaccordingto different
status.Most of them(63%)werelicencedby urbandevelopmentplans,11%of them
werelicencedafterDevelopmentAmnestyAct Numbered2981in 1984,and26%have
temporarylicence( thelicenceswhicharegivenonlyfor 5or 10yearsperiods)(Fig.11)
LICENCED ACCORDING TO
UrbanDevelopmentPlans
17
DevelopmentAmnesty
7
TerritoryLic ce
3
TOTAL
2
Unlicenced
30
Table9:Legalstatusof licences
LICENCED ACCORDING TO
Development
Amnesty
%11
o
Figure 11:Legalstatusof thelicences.
65% of the licencespreparedthroughthe urban developmentplans were given
accordingto partialplansand35% weregivenaccordingto 1/1000detailedplans.(Fig.
12).
60
TYPES OF PLANS THAT THE ESTABLISHMENTS
LICENCED ACCORDING TOAccordingto 1/1000DetailedPlans
6
Accordingto PartialPlans
11
TOTAL
7
Table10: Typesof plans that the industrialand serviceestablishmentstakelicences
accordingto.
TyPesof plansthattheestablishments
licencedaccordingto
Partial Aans
%65
Figure 12:Typesof plans thattheindustrialand serviceestablishmenttakelicences
accordingto.
Most of theplantswhich havetemporarybuildinglicencesweresettleddown on the
landsallocatedfor administrativefunctionsor housingonthisaxis.Thoughtheirperiod
of licencehas expiredthey continuedto exist. Their constructiontypesare not a
temporaryorprefabricatedstyle.Mostof suchestablishmentshavesettledon theaxisas
atemporarybuildingatfirst,butaftera whiletheyhaveforcedto altertheexistingplan
decisions.At theendof this processtheseuseschangedinto industrialor commercial
areasbyplanalterationsandtheaxishasexperiencedunconscious,unrecognisedribbon
developments.
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Whenthelicencedatesareexamined;26%of theestablishmentswerelicencedbetween
1986-1990,22%of thembetween1981-1985and19%werebetween1991-1995.(Fig.
14,15)Thehighratesoflicenceontheseperiodsdependondifferentreasons.Thereare
threeurbandevelopmentplan (detailedplanor masterplan)on our casestudyaxis.
Nazilli 1/1000detailedplan (preparedby Nazilli Municipality in 1978and 1993),
isabeyli1/1000detailedplan preparedby isabeyliMunicipality in 1987andDalhca
111000detailedplanpreparedby centralgovernmentagency( Aydm Directorateof
PublicWorks andSettlements)in 1987.In theseplansindustrialandcommercialareas
arelocatedalongthoseaxis.(Fig. 13)In otherwords;industriesandserviceshavebeen
supportedto locateon theaxisas a ribbon by theseplans.After theapprovalof the
planssomeof theunlicencedbuildingslocatedon theaxiswerealsolicenced.So the
rateof licencedatesbetween1986and 1990is higher.The reasonfor the rise in the
numberof licencedbuildingsin theperiod1981-1985is becauseof theDevelopment
AmnestyAct Numbered2981in 1984.Afterthatlaw someof theillegalplantsbecame
legal.
LICENCE DATES OF INDUSTRIAL AND
SERVICE ESTABLISHMENTS>1970
2
1971-1975
3
76-19808 5
6
6 0
7
9
5
<
1
UnlicencedTOTAL
0
Table11:Licencedates~findustrialandserviceestablishments.
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LICENCE DATES OF ESTABLISHM ENTS LICENCE DATES OF ESTABLISHMENTS
7 5633
7
6
5
4
3
2
o
>19701971- 1976- 1981- 1986- 1991- 1996>
1975 1980 1985 1990 1995
CSerilerI 2
1976-
1980
%11
1996> >1970
%4 %7
Figures14,15:Licencedatesof industrialandserviceestablishments
CONSTRUCTION DATES OF INDUSTRIAL AND
SERVICE ESTABLISHMENTS>1970
3
1971-197576-1980
5
8 56 09
7
<
2
TOTAL
30
Table12:Constructiondatesof industrialandserviceestablishments.
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CONSTRUCTION DATES OF ESTABlISHMENTS COttiTRUCTlON DATES OF E5TABUStNENTS
6 4 5 4
6
5
:t
}II~~.··.o
>1971971-1976-1981-1986-1991- 1996
o 1975 1980 1985 1990 1995 >
[:J Seriler1 4 4
1971-1975
%13
1976-1980
%10
>1970
%13
1981-1985
%21
1996>
%13
Figures16,17:Constructiondatesof industrialandserviceestablishments
In thissurveytheconstructiondatesof theestablishmentsarealsoexamined.(Fig. 16,
17)Accordingto the resultsthere is an increasein the numberof establishments
between1981-1985.Therateis 21%. Thereis a certainincreasein theperiodin spiteof
therateis about 10% in the previousperiod.(1976-1980).It is mostlybecauseof
populationincreasein Aydm.Whenwe lookingatthepopulationstatisticsit caneasily
be recognisedthat there is a relativecorrelationbetweenthesetwo options.(The
populationincreaseratesin Aydm between1976-1980is 13,51%andbetween1981-
1985it is 26,09%).
Therateis alsohighbetween1991-1995.In thatperiod,theentrepreneursnoticedthat
thecapacityof MarmaraRegionfor industrialestablishmentswas completedandnew
alternativeplaceswasneededfor theirinvestments.Aydmhadall thenecessaryfactors
whichtheywanted.The landvaluesin thedistrictwerelowerthantheotherdistricts.
On theotherhand;the availabilityof qualifiedlabourforce andtransportingtheraw
materialsand the productsby the railwayand highwaylines easilywere the mam
reasonsof theestablishmentso constructontheaxisin thatperiod.
It is alsoimportanto determinetheestablishmentswhichhavebecamelegalaftertheir
illegal construction.For that reason,the constructionand the licencedatesof the
establishmentsarecomparedaccordingto timeperiods.(Fig. 18) That comparison
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showsthatthe33% of theplantswhichhavelicenceshadtakentheirlicencesafterthe
construction.It is alsoseenthatthereis nota positivecorrelationbetweenthemin most
periods.In a legaland ordinarydevelopmentit is expectedthatthesetwo lines are
requiredto beparallelto eachother.But in thefigure18it is seenthatthenumberof
constructionsis generallyhigher.However,as illustratedin the below figure, the
numberof buildinglicencesis higherthanthenumberof constructionsin theperiodof
1986-1990.Because,during that period, someof the establishmentswhich were
constructedwithoutanyconstitutionpermissionhada chanceto taketheirlicencesby
the planningdecisionsas the allocationof agriculturallands to commercialand
industrialuses
COMPARISON OF L1CENCEANDCONSTRUCTION DATES OF
ESTABLISHMENTS
8
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Figure18:Comparisonof licenceandconstructiondatesof indust.andserviceestab.
Accordingto thehousingsurveyresults;73 % of thehouseshavelicences.45 % of
theselicencedbuildingshavetakentheir licencefrom themunicipalityandtheother
55% from the central governmentagency (Directorateof Public Works and
Settlements).Most of theselicences(64%)weregivenbetween1981-1990.Similarto
the licencerateof industrialand serviceestablishments,by the approvalof urban
developmentplansandtheDevelopmentAmnestyAct Numbered2981beingvalid,the
numberof thehousinglicencehasincreasedin thatperiod.(Fig. 19,20)
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LICENCE DATES OF HOUSES
>1970
0
1971-1980
2
8 9
7
90<Unlicenced
4
TOTAL
11
Table13:Licencedatesofhouses
L1Ce-JeE OATES OF HOUSES LICEOCE OATES OF HOUSES
>1970
%0
1981-
1990
%64
1971-
1980
%18
>1970 1971- 1981- 1991>
1980 1990
Figures19,20: LicencedatesC?fhouses.
Theratesof constructiondatesof thehousesin theseperiodsareinvariablein opposite
to licencedates.(Fig. 21,22)Thehousesconstructedbefore1980aremostlydetached
houseswith one or two floors. The housesconstructedafter 1980are mostlysmall
apartmentbuildingswith 3 or 4 floors. And the onesconstructedafter 1990arethe
apartmentblockswhichareconstructedaccordingtourbandevelopmentplans.Someof
thepeopleliving in thesehousesareworkersandtheyaretherenterin thehouses.They
preferaccommodatingnearto theirjobs. And someof themareretiredpersons.They
arelivingherebecausetheyaretheownersof thehouses.Theyhadonlyaffordedthose
houseslocatingoutof thecentralcityduetothelow prices.
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Figure23:Comparisonof licencedatesandconstructiondatesofhouses.
In a legalandordinarydevelopmenti is expectedthatthesetwo lines(licencedatesand
constructiondateslines)areto be parallelto eachotheror to fit into eachother.But
thereis nocorrelationbetweenthem.In spiteof thefluctuationsin licencedates,thereis
a stabilityin the constructiondates.The numberof licencesreachedits peakvalue
between1981-1990.It is becauseof somelegalarrangementsin thatperiodsuchas
developmentamnestyandplanapprovals.
3.2.3.Locationalpreferencesof industrialandservicestablishmentsandhouses
Locationcriteriaof theindustrialandserviceestablishmentscanbeexplainedby eleven
factors.Theseare;physicalstructureof theland,thesizeandvalueof theland,public
encouragements,ransportation,water,electricity,rawandsubsidiarymaterials,market,
agglomerationeconomies,labourandadvertisement.
The most importantfactor for the preferenceof locating in the study area is
transportationpossibilities.(25%).Transportcostsgenerallytakesbig portionsof the
totalcostfor smallsizedplants'outputs.Therefore,theytendto locateon the main
roadswheretheycaneasilytransportheirrawmaterialsandproducts.
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Thesizeandcostof thelandis anothermainfactorwhicheffectsthelocationof these
establishments(18%) alongthis route.Most of the investorsof theseestablishments
choosethelandbecauseit belongsto themselves.So theyneedn'thaveto payanextra
landprice.
The third importantlocationfactor is the marketingof goods producedby these
establishments.Generally,suchsmallor mediumsizedestablishmentstendto locate
nearerto urbancenterswheretheycouldeasilyselltheirproducts.Theyhaveaimedto
sell their productsalso to peopletravellingalong theseroutes.As the traffic flow
increasethetendencyof suchestablishmentswill increasetoo.
Proximityto raw and subsidiarymaterialsand advertisementpossibilitieshavealso
effectedthe locationof theseplants.The ratesof thesetwo factorsare equal,9%.
(Tota1:18%)The sumratesof the industrieswhich aresupplyingtheir raw material
from the district is 53%.To processthe raw materialas soon as possibleis very
importantfactorfor agriculturalproductsindustryand food processingindustry.But
beingsmallor mediumsizedindustriestheyhaveto minimisetheiradvertisementcosts.
By locatingonthemaintrafficroutestheyhaveanadvantageof noticedby eachperson
travellingontheroad.
Ontheotherhand;suchroadshavean infrastructuraladvantagesfor theseplants.It is
easyto supplywaterandelectricitycheaply.If theyhadlocatedfarawayfromtheroad
andurbanareastheseinfrastructurecostswouldhaverisentheirlocationcoststo higher
levels.(Fig. 24,25)
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LOCATION CRITERIA OF INDUSTRIAL AND SERVICE
ESTABLISHMENTSA
PhysicalStructureof Land 3
B
SizeandValueof Land 17
C
ublicEnco ragement 1
D
Transportation 23
E
Water 5
F
Electricity 4
G
Raw andsubsidiaryMaterials 9
H
M rket 4
I
Agg omerationEconomies
J
Labour 7
K
Adv isement
Table15:Locationcriteriao/industrialandserviceestablishments
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Figures24,25:Locationcriteriao/industrialandserviceestablishments.
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In spiteof the manyadvantagesof locatingon this axis the establishmentsarealso
facingsomedifficultieson nowadays.Especiallytheyarecomplainingaboutthelocal
andcentralgovernmentagenciesnotsupportingtheirinvestmentsin Aydm (24%).Most
of theentrepreneursthinkthatit is a verydifficultanda longprocessto takeplanning
permissionfrom centralgovernmentagency. They are facingthe samedifficulties
whentheyenlargetheplanningarea.
Theyalso havedifficultiesin the supplyof raw andsubsidiarymaterials(21%) and
marketing(17%)Becauseof the increasein the numberof suchestablishmentstheir
ratioin themarkethavedecreased.This factoralsoincreasesthecompetitionbetween
these stablishments.(Fig. 26,27)
EXISTING PROBLEMS OF INDUSTRIAL AND SERVICE
ESTABLISHMENTSA
PhysicalStructureofLand 2
B
SizeandVal eof Land 0
C
ubli Enco ragement 7
D
Transportation
E
Water
F
Electricity 1
G
Raw andsubsidiary aterials 6
H
M rket 5
I
Agg omer tionEconomies 4
J
La our
K
dv iseme t
Table16:Existingproblemsof industrialandserviceestablishments
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EXISTING PROBLEMS OF
ESTABLISt9f'e-rrS
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Figures26,27:Existingproblemsof industrialandserviceestablishments.
In additionto the locationcriteriaand the existingproblemsof the establishments
locatingonthecasestudyaxis,themostnecessaryfactorsfor a newplantto locateon
thesameaxisis alsoexaminedbythissurvey.
Accordingto the findings; transportationis the most desiredfactor for such new
establishments.(23%)Secondly,supplyof theraw andsubsidiarymaterialsis alsovery
important(18%),becausetheirproductsdependontheagriculturalcropof thedistrict.
And if thesupplyof thesecropsbecomedifficult,thesuccessof theestablishmentswill
bedifficult too. Labouris thethirdmainfactor(11%).Labourcostsmustbe low. So
theymustbesuppliedfromthenearersettlement.(Fig.28,29)
All of these findings show that transportationis the mam factor in the ribbon
developmentsin the studyarea.In spiteof manyproblemscausedbecauseof the
economicstructureof the country,most of theseestablishmentshave locational
advantagesto beonthisaxis.
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THE MOST NECESSARY FACTORS FOR A NEW
ESTABLISHMENT IN THE SAME SECTORA
PhysicalStructureof Land 2
B
SizeandValueof Land 7
C
ublicEnco ragement
D
Transportation 20
E
Water 5
F
Electricity
G
Raw andsubsidiaryMaterials 16
H
M rket 6
I
Agg omer ti conomies
J
La our
K
Adv isement 4
Table17:Themostnecessaryfactorsfor a newestablishmentin thesamesector.
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Figures28,29: Themostnecessaryfactorsfor a newestablishmentin thesamesector.
When we examme the location criteria for the households,it is seen that the
employmentis thedominantfactorwitha rateof 53%.40% of thehouseholdshave
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preferredto stayin Aydm becauseof theirexistenceherefromtheirchildhood(native-
bom).(Fig.30) Settlingdownnearto theworkingplacesis themosteffectivefactorin
thepreferenceof locatingalongtheroad(47%).(Fig.31)
Theanalysisshowedus thattheplantsandthehouseseffecteachotherin locatingon
theaxis. Transportationis the main factor for both the establishmentsand houses.
Labourcostsgenerallybecomean importantfactorin the locationof suchsmalland
mediumsizedplants.So theyalso locateon the landwheretheyminimisethe labour
costs.On the otherhand;workers,workingin theseplantstendto stayat theplaces
wheretheygo to theirjob on foot.( thesurveyresultshavealsoshowthat70%of the
householdslivingin thesehousesgototheirworkonfoot.)(Fig. 32)
REASONS OF LIVING IN AYDIN
Native-born 6
Employment 8
Health 1
Education 0
Table18:Reasonsof livinginAydin.
RAESONS OF LIVIOO IN AvaN
Native-born
%40
~Ioyment
%53
Figure 30:Reasonsof livinginAydll1.
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REASONS OF PREFERRING THE HOUSE
GARDEN
1
CHEAPRENT
2
NEARNESS TO JOB
7
OWNE SIDP
5
Table19:Reasonsofpreferringteehouse.
REASONS OF PREFERRING THE HOUSE
Garden
%7
Ownership
%33
Cheap Rent
%13
Nearness
to Job
%47
Figure31:Reasonsofpreferringthehouse.
COMMUTING TRANSPORT
Privatecar
2
On foot
9
Service
Table20: Commutingtransport.
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COM MUTING TRANSPORT
PRIVATE
CAR
%15
SERVICE
%15
Figure32:Commutingtransportype.
Thisprocessalsoeffecttheurbandevelopmentplans.In theseplansplannersgenerally
oughtto form residentialareasnearthe existingindustrialand commercialareasfor
thesepeopledespitemanyenvironmental,socialandphysicaldisadvantages.
3.2.4.Locational flexibilityof industrialand serviceestablishmentsand houses
For the determinationof Iocational flexibility of those servIce and industrial
establishments,theirdependenceon theurbanspacemustbe determinedin advance.
For that,it is necessaryto determinethereasonsof their locationalchoicein thestudy
area.So,whenwe examinetheplaceswheretheyproviderawandsubsidiarymaterials,
it is revealedthat30%of theplantsprovidethemonly fromAydm,23%providethem
fromAydmandsomeothercities,and47%providefromoutof Aydm.This shows53%
of theplantshaveanadvantageto beonthisaxisaccordingto theprovisionof raw and
subsidiarymaterials.
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RAW AND SUBSIDIARY MATERIALS SUPPLYING PLACES
InAydm
9
InAydm+Outof Aydm
7
Outof Aydm
14
Table21:Rawandsubsidiarymaterialsupplyingplacesof industrialandservice
establishments.
RAW ANDSUBS/DARY MATERIALS SUPPLYING
PLACES
IN
AYDlN+OUT
OF AY DIN
%23
Figure 33:Rawandsubsidiarymaterialsupplyingplaces.ofindustrialandservice
establishments.
Market is anotherfactor for the dependenceof the establishmentson the space.
Marketingthe productswith minimumtransportcosts in severalmarketsis too
importantfor suchestablishments.Accordingto thesurveyresults; 40% of theplants
marketingtheir productsonly in Aydm ( in the citiesandthe villagesor from the
factory),27% of themin Aydm and someanothercities,3% in Aydm and all over
Turkey,23%in abroadandin manycitiesin Turkey,and7% of themmarketingtheir
productsonly in abroad.Briefly; 70% of the plantsmarketingsomeor all of their
productsmostlyin Aydm.(Fig.34) In addition;57%of themselltheirproductfromthe
factorydirectlyand40% fromfactorypartly.Theseresultsmeanthattheydependon
theplacebecauseof marketadvantages.(Fig. 35)
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MARKETING PLACES
Aydm
12
Aydm+Someothercities
8
yd Whol country
1
WholeCountry+Abroad
7
Onlyabroad
2
Table22:Marketingplaces.
MARKETING PLACES
ONLY
ABROAD
%7
WHOLE
COUNTRY+A
BROAD
%23
AYDlN+WHO
LE
COUNTRY
%3
AYDIN+SOM
E OTHER
CITIES
%27
Figure34:Marketingplaces
SELLING POINTS OF PRODUCTS
Directlyfromthefactory
17
Partlyfromfactory,partlyby wholesaledistributors
2
By wholesaledistributors
1
Table23:Sellingpointsof industrialandserviceestablishments.
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SELLING POINTS OF PRODUCTS
Partlyfrom
factory,
partlyby
w holsale
dist.
%40
By wholesale
distributer
%3
Or"ectlyfrom
thefactory
%57
Figure35:Sellingpointsofproductsof industrialandserviceestablishments.
The answerstaken from the question"Where do you prefer to found a new
establishmentin thesamesector?"alsosupportheaboveresults.23%of theinvestors
preferto establishsuchanestablishmentonthesameplaceand27%of themonanother
pointon izmir-DenizliHighwayin Aydm. In otherwords50%of theinvestorsdo not
thinkto investin anothercityexceptAydm.34%of themneverthinkto establishsuch
an establishmentanywherenowadaysbecauseof the economiccrisesin the country.
(Fig. 36)
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OPTIMUM PLACE FOR ESTABLISHING A NEW
ESTABLISHMENT IN THE SAME SECTORThesameplace
7
Anotherplacein Aydm(ontheaxis)
8
istanbul- izmir
3
city
1
AbroadNowhere(notestablish)
10
Table24:Optimumplacefor establishinga newestablishmentin thesamesector.
OPTIMUM PLACE FOR ESTABLISHING A NEW
ESTABLISHM ENT IN THE SAM E Se:TOR
Abroad
%3
Another city
%3
istanbulor
izmir
%10
The same
place
%23
Another
place in
Aydin
%27
Figure 36:Optimumplacefor establishinga newestablishmentin thesamesector.
83%of theestablishmentsdonotmoveto anotherplace.So;thelocationalflexibilityof
theseestablishmentsarevery low. In spiteof theeconomiccrisesin thecountry, it is
certainthattheir locationaladvantagestill effectivefor thoseindustrialand service
establishments.But thereis a realitythatto establishsucha plantis not so easyfor a
newplantasbefore.
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Thelocationalflexibilityof housesis a littlehigherthantheestablishments.33%of the
householdswantto moveanotherplacein thecity centerbecauseof noisepollution,
lackof securityandservices.
3.3. Evaluationof Resultsof Ribbon Developmentin theStudyArea
The resultsof this empiricalstudyshowthattherearemanyinterrelatedfactorsthat
causeribbondevelopmentsin thestudyarea.
Changesin transportationtechnologiesis thedominantfactorin theappearanceof such
developmentsin Aydm.Ribbondevelopmentswerefirst realisedaftertheconstruction
of izmir -Denizli Highway.A newhighwaygenerallyactsas a powerfulmagnetthat
attractsalltheurbanfunctionsaroundit.
Congestionin thecentralcityby thepopulationincreaseis theanotherdominantfactor
whichgive rise to ribbondevelopmentsin thedistrict.Whenthepopulationincrease
ratesareexamined,it is easilyrecognisedthatthereis a positivecorrelationbetween
thesetwo variables.The surveyresultsindicatethatthereis a certainincreasein the
numberof establishmentsandhousesbetween1981-1985ontheaxis.Indeed,thetrend
is almostthesamein populationstatistics.For examplethepopulationincreaserateis
13,51%between1976-1980,while it is 29,9%between1981-1985.This suddengrowth
inthepopulationhavebroughtaboutribbondevelopmentsprawlin thedistrict.
In theribbondevelopmentprocess,boththecentrifugalandcentripetalforceshavebeen
effective.Althoughby theeffectof centrifugalforces-suchas high landcosts,high
taxes,lackof availablespacefor development-heestablishmentsandthehousesspread
throughtheperiphery,thecentripetalforces-such as marketingadvantages,qualified
labourforce,technicalandsocialpublicutilities-limit theirleavingall theamenitiesof
thecentralcity.Underthesecircumstances,thefrontparcelsalongthehighwayatthe
peripheryof the city havebeenvery suitableand attractivefor thoseindustrialand
residentialfunctions.
Developmentexpectationson theaxisby thewayof landspeculationalsosupporthe
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entrepreneursandhouseholdsto preferlocatingalongtheroad.Public regulationsalso
affectheprocessin a complexway.Generallytheestablishmentsendto locateto less
controlledareas.So, the demandsaregenerallyconcentratedon the landsunderthe
controlof centralgovernmentagency.But takinglandusepermissionbeingverylong
andcomplexprocess,sometimesforcedthemto preferlocatingon thelandsunderthe
controlof localgovernmentagencies.The optionsalsochangesaccordingto thescale
andfutureexpectationsof theestablishment.If theentrepreneurthink to developand
enlargetheestablishment,henthelargeparcels,farawayfromtheinnercityunderthe
controlof centralgovernmentagency,arefavoured.
Classicallocationtheory,basedontheminimisationof transportationcosts,stillvalidin
thelocationof industrieson thestudyarea.In theWeber'smodeltheoptimumsitefor
anindustrialplantis theintersectionof thelandswhichareclosetothemarketsandraw
materialsupplyingplaces.In additionto this,amountandcostof land,costandquality
of labour,agglomerationeconomies,availabilityof electricityandwater,advertisement
possibilities,arethefactorsthatexplainthepresenceof industrialestablishmentsalong
theroadin Aydm.
Thesefactorsthatcauseribbondevelopmentsin thestudyareamostlydependon the
social,environmental,geographicalandeconomicstructureof thearea.But thereare
manyother componentsof ribbon developmentswhich arise from the planning
mechanismandpoliticalapproachin thecountryandtheglobaltrendsintheworld.
Lackof co-ordinationbetweentheauthorities,lackof regionalplansandinadequacyof
structureplansthataimto controlurbandevelopments,personalpreferenceswithout
takinginto considerationthe environmentalfeatures,politicalapproachthat support
industrialisationandhighwaytransportation,spreadingof capitalby globalisationand
decentralisationof industriesto lessindustrialisedistrictsbytheeffectof post-Fordist
economiesareall of thosemacrocontributingfactorsof ribbondevelopmentsin Aydm.
This empiricalstudy resultsalso representsthat ribbon developmentshave some
attributesonenvironmentandplanningpractice.
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Theoutcomesof thesurveyindicatedthattheribbondevelopmentscauseuneconomic
extensionof utilities in the study area.The industrialestablishmentscausemany
environmentalproblemsif thewaterandsewagesystemsare not adequate.So, local
governmentagenciestry to constructhesesystemsfor the industrialestablishments,
whicharelocatingontheaxis,beforeall else.Industrialdevelopmentswith theirhuge
impactson environmentforcedthegovernmentsto constructheinfrastructuresystems
alongtheroadimmediately.On theotherhand;peopleliving in thehouseson theaxis
needsomesocio-culturalinfrastructuresuchas,schools,parks,markets,etc.Thus,in
theurbandevelopmentplans,landsareallocatedfor suchusesalongtheroad.Planning
disciplineaimsto supplysomeof thesepublicutilitiesin a certaindistanceto eachuser.
It is necessaryto usethepublicfinancialsourcesoptimallyin a way to servicea good
dealof peoplein the city. But suchuncontrolleddevelopmentscausesthe unequal
distributionof publicfinancialsourcestothoselessdenselyareas.
Anothercostof ribbondevelopmentsi thelossof agriculturallands.Thereis no need
to do detailedanalysesto determinethisattributeof ribbondevelopmentsin thestudy
area.It is veryobviousbecauseall of theindustrialandserviceestablishmentsandthe
residentialunitson theaxisarelocatedonthe 1st and2nd classagriculturalands.The
totalplotareasof thoseestablishmentswhichthequestionnairesurveywasconductedis
about30hectares.On theotherhand;by theeffectsof ribbondevelopmentsabout400
hectaresof landswereallocatedto urbanusesby urbandevelopmentplansafter1987.
All of thoselandsarefirst, secondandthirdclassescultivatablelandswhich mustbe
usedfor agriculture.In addition,the vacantlandsbetweenthe establishmentshave
becameunsuitablefor agriculturaluses.And by thespeculativereasonsandlow land
pricesthantheinnercity,theselandsareturnedinto industrialandresidentialparcels.
Thenextstepof ribbondevelopmentsaregenerallycompactness.Thedevelopmentof a
highwaysystemoftencreatesparcelseconomicallyunsuitedto farmingandencourages
anunfortunateheterogeneityof uses.
If thepriceof specialproductsbecamesufficientlyhighto yielda returnon the land
higherthanthatearnedunderanurbanuse,thana transferfromurbanto agricultural
useswouldtakeplace.However;in theexistingeconomicstructure,industryis onestep
aheadagainstagriculture.Althoughthestudyareais beingonthemostfertileplainsof
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thecountry,theindustrialincomeis higherthantheagriculturalincomein theregion.
Thehightrendin populationincreasebythemigrationfromeasternpartsof thecountry
causetheagriculturalandsbreakinto smallpieces,andasa result,theincomegained
fromagricultureper family decreases.That situationdrawthe farmersto investand
workin industryandservicesectors.The frontparcelsalongtheroadareverysuitable
for those small entrepreneurswith their transportation,marketing,raw material
provision,waterandelectricityandadvertisementadvantages.All of theselocational
criteriaforthoseindustriescausethelossof agriculturallandsin Aydm.
Furthermoretheribbondevelopmentscausethedecreasingof the road capacity.The
studyaxis (izmir-Denizli Highway) was, at first, constructedfor the transittraffic
betweentheprovinces.But by theeffectof ribbondevelopmentsthehighwaybecame
aninnerroadonwhichtheurbanandruralsettlementslocatedasa pearlnecklace.If the
necessarymeasuresdonottaken,theroleof roadscanbechangedfromanouterroadto
innerroadin a shorttime.The sameprocesswas realisedin the studyarea.By the
locationof thoseindustrialandserviceestablishmentsandresidentialunitsalongthe
axis,the roadhavebecameto usefor the transferof theworkersin additionto the
transferof raw and subsidiarymaterialsand productsby the industries.The survey
results indicate that the main location factor for those establishmentsis the
transportationwith a rateof 25%.Besides;theyhavesomeotheradvantagesto be on
theroad:97 % of the industrialestablishmentsare sellingwhole or someof their
productsdirectlyfrom the factoryandit is alsopossibleto advertisetheir firms and
productstothepeopletravellingonthehighwaywithoutpayinganextraprice.
Most of the workers, working in those industrialand servIceestablishments,are
travellingon the study axis. The total numberof the workers, working in the
establishmentswhichthe questionnairesurveywas conductedis 2234.That means,
everydayat least2000peopleareaddedto thetrafficon theroad.On theotherhand;
peopleliving in thehousesalongtheroadareusingtheroadfor shopping,education
andtheothersocio-culturalactivitiesbecauseof thelackof thosesocialinfrastructures
yet.Thesedemandshaveaffectedthepublictransport.Numberof minibuses(dolmu~)
haveincreaseddueto theincreasein thenumberof workingandliving populationon
theaxis.Everyday350 minibusesaretravellingbetweenthecountiesandvillagesin
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additionto the public transportvehicles,privatecars, inter-urbanbussesandtransit
trucks.Moreover;40% of thefirmsareoperatedvehiclesto conveytheiremployeesto
or fromwork.
Enlargingof the roaddid not solvethe trafficproblemson the axis.Becauseof that
reasonit wasdecidedto constructizmir-DenizliMotorwayfor thetransittrafficin the
region.izmir-Aydmpartof themotorwaywascompletedin 1998andtheotherAydm-
Denizli partwill havefinishedby theyear2003.This motorwayis projectedasparallel
to izmir Denizli Highway.In otherwords;it is passingmostlythroughtheMenderes
plain in Aydm. The projectbecauseof the inadequacyof the existingroad -that is
mostlytheresultof ribbondevelopments-havealsocausedtheuneconomicextension
of nationalresourcesandthelossof agriculturallandsintheregion.
Damagein the scenicqualityis the anothercostof the ribbondevelopmentson the
studyarea.The industrial,serviceand residentialdevelopmentsalong the axis are
realisedin the boundaryof the local governmentagenciesand centralgovernment
agency.Thus; theconstructionpermitsarechangingaccordingto theauthorities.It is
possibleto seebuildings,constructedin differentheightsandcodeson thestudyaxis.
The heightis changingaccordingto thetechnologicalrequirementsfor the industrial
establishmentsalso.Thoseirregularbuildingheightsandtypescausescomplexityin the
scenicquality
Furthermore,ribbondevelopmentshavedamagedthenaturalenvironmentin theregion.
By theeffectof thehighwaythatwasconstructedontheplainin a way separatingthe
agriculturalandsinto pieces,thenaturallandscapeof thedistrictwas destroyed,the
catchmentbasinareaof theMenderesRiver wasdeterioratedandthepermeabilityof
thelandwasdamaged.Thetrafficincreasedueto ribbondevelopmentshavecausedair
andnoisepollutionin thestudyarea.On theotherhand;industrialestablishmentshave
affectedthe environmentalquality.(The rateof industrialestablishmentswhich the
questionnairesurveywas conductedis 83%) The inadequatetechnicalmethodsin
productionprocessare all the sourcesof pollutionin the district.Accordingto the
surveyresults;40%of thoseindustrialestablishmentsareworkingwithpoortechnology
that should be developed,and only 8% of them working with high (advanced)
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technology.(Fig. 37)Theseratesshowthata greatdealof establishmentshavebeena
threatfor the environment.The locationof industrialandserviceestablishmentsand
housesalongtheroadasa ribbonandthegrowingof thesettlementshroughtheaxisby
planningdecisionshaverisenthesenegativeaspectson theecologicalsystemto high
levels.The highwayhavechangedthedirectionof urbandevelopments.It attractsall
the functionsarounditself.Not only new settlementsareasareallocatedthroughthe
axis,butalso,existingruralandurbansettlementsfar fromtheroadhavemovedalong
theroad.The old city centershavelost theirfunctionsandthosecentralactivitiesare
gatheringontheroad.
TECHNOLOGICAL LEVEL OF INDUSTRIAL ESTABLISHMENTS
IDGH(Advanced)
2
WELL
7
INTERMEDIATE
6
POO (Shouldbedeveloped)
10
T TAL
25
Table25:Technologicallevelof industrialestablishments.
TECHNOLOGicAL LEVEl.. OF INDUSTRIAL
ESTABLISHM ENTS
ligh
%8
Poor (Sould
be
developed)
%40
Intermediate
%24
Well
%28
Figure 37:Technologicallevelof industrialestablishments.
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In a rationaldevelopmentIII such regIOnswhich have hot climatic features,the
settlementsshouldlocateatthefootsof themountains.Besides;thewindflow direction
must be taken into considerationbefore decidingthe new developmentareasof
settlements.But thehighwayhaveneglectedall theplanningcriteriaandlimitationsby
its hugeattractiveness.Becauseof thosereasons,theenvironmentalproblemssuchas
air,noiseandwaterpollutionhaveappearedin theregion.Of course,thesesituations,
causedunsatisfactionaccordingto the peopleliving alongthe highway.The survey
resultsindicatethat45% of thosepeoplearecomplainingabouttheirbeingfar from
publicservices,22% from lack of security,22% from noisepollutionand 11% from
environmentalpollution.(Fig. 38)
REASONS OF UNSATISFACTION
Far frompublicservices
4
Security
2
Environmentalpollution
1
Noise
Table26:Reasonsof unsatisfaction.from thedistrict.
REASONS OF UNSATISFACTION
Far from
public
services
%45
Environment
pollution
%11
Figure 38:Reasonsof unsatisfactionfrom thedistrict.
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Briefly, all of theseresultsof the empiricalstudyshowthatthe mainreasonof the
ribbondevelopmentsin studyareadependon thetransportationpossibilities,thesize
andthevalueof the lands.In addition,theway of speculationandhightaxesin the
innercity playscatalystrole in thecharacteristicsof ribbondevelopmentin thearea.
This developmentseemsnot to be supportedby the governments.But in the
developmentprocessthelocalgovernmentshavecausedto ribbondevelopmentsby the
planalterations.Plan decisionsaregivenaccordingto theexistingdevelopmenttrends.
The frontageplot areasareplannedas industrialandcommercialareasalongtheroad.
The factthatquitea few settlementsettlingnearerto eachotherhasalsoeffectedthe
ribbondevelopmentprocessbecauseof thepossibilityof findingcheaplabourforce.
The DevelopmentAmnestyAct Numbered2982thatmakessomeof the unlicenced
buildings,legal and the territorylicencesare the other factorswhich supportand
encouragethelocationof theserviceandindustrialestablishmentsasribbonontheaxis.
Besides,centralandlocalgovernmentsaffectthisprocessin a differentwayof by not
providingorganisedindustrialdistricts for entrepreneurs.The mainaimof organised
industrialdistrictsis to collect industrialestablishmentson the sameplacewhich is
more availablefor such usages.In other words, it is a way of controllingthe
developmentof industries.By this way industrieswill have some advantagesof
agglomerationeconomiesalso.
The constructionof the first organisedindustrialdistrictin Aydm is decidedby the
Council of Ministry in 1976.But it could not to be realiseduntil 1990.During that
period industrialestablishmentshavetakenplaceaccordingto personalpreferences.
Today,thereare2 organisedindustrialdistrictsin Aydm andin additionto themit is
decidedto form3 moreintheprovince.
As a result,today; thestudyareais filled with industrialestablishmentsmostly.These
establishmentsandtheotherservicesuchasrestaurants,gasstationshavealsoattracted
thehousesfor theemployers.Manyof theseestablishmentsaresmallor mediumsized.
40%of themareworkingin low technologicallevel.Only 8% of themareworkingwith
advancedtechnology.83%of theseplantshavenorelationshipwithanyresearchgroup
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or universityand73%haveno productiondevelopmentproject.Theseresults,at first,
seemas thereis no futureexpectationsof theseestablishments.In otherwords, the
entrepreneursmaymoveto anotherplaceandusetheirinvestmentsin a differentsector.
But 77%of themdonotthinkto selltheplots.It maybebecauseof speculativereasons.
Consequently;in the light of these findings, it is possible to reach two basic
conclusions;oneof themis; ribbondevelopmentshaveaffectedtheenvironmentaland
economicstructureof the region,and the otheris; the planningmechanismon the
agenda,political approachesand market based economy have acceleratedsuch
developmentsinthestudyarea.
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CHAPTER IV
CONCLUSION AND RECOMMENDATIONS
Theurbanandruralfabricarethetwoformsof settlementswhichthemankindhaslived
in for 5000years.Only about200yearsagothestructureandtheroleof thesepatterns
beganto changeundertheimpactof theprocessknownas"industrialrevolution",that
is the applicationof scientificmethodto materialproduction,resultingin rapidly
growingproductivity,everincreasingdivisionand specialisationof labourand,as a
corollary, ever increasinginterdependenceand exchangeof goods and services.
(Blumfeld,1971,p.231) Thesedevelopmentsin theproductiontechniqueshasgreatly
affecttheurbanandruralareas.A big migrationprocessfromruralareasto citieswas
occurred.As a resultcitiesbecamecrowdedand compactin the nineteenthcentury.
Manyof theurbanproblemswerecausedbecauseof thecongestionin big citiesin that
period.
Technologicaldevelopmentsin transportationhasbeganto giveusalternativesto move
outof thosecrowdedcities.At theendof thenineteenthcenturystreet-cargavewaythe
bigcitiesto expand.Citiesformedaroundthestations.Thedevelopmentof citiescould
be controlledand directedby planners.But automobileremovedall the time and
distancelimitationsandcontrollingmechanism.In thetwentiethcenturybythehelpof
automobilethe activitiesand populationspreadto nearbysuburbsand outlying
locations.
This process(spreadingof cities)haveexaminedby geographers,planners,economists
in many different outlines such as sprawl, outer expansion,suburbanisation,
decentralisationetc. Ribbon developmentas a kind of thosedevelopmentshavenot
beenhandledby cityplannerscomprehensivelyalthoughit hashugeeffectsin theshape
of citiesandon environment.This is mostlybecauseof its beingthe first andspecific
stepof theseexpansiontypes.Becauseof thenextstepof theribbondevelopmentbeing
compactnessit is generallyseemedas a temporaryprocess.Transportationplayedand
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playsakeyrolein ribbondevelopment.
In thisthesis,ribbondevelopmentsandtheirimpactsonthedevelopmentof urbanareas
and on agriculturalands is studiedalong izmir-Denizli Highway. In the structural
evaluationof ribbondevelopmentsin thecasestudyareaa questionnairesurveymethod
is usedon theaxis.The studyareais about9 km long at botheastandwestsideof
Nazilli settlement.Nazilli is the secondbiggestsettlementof Aydm with an urban
populationof 102000(D.i.E., 1997).With suchanempiricalstudythecausesandthe
costsof ribbondevelopmentson anagriculturallyrich areaof Turkeyis alsoanalysed.
In addition,howthedevelopmentsin transportationandplanningmechanismonagenda
affecttheprocessof ribbondevelopmentisjustified.
The literaturesurveysandtheempiricalstudyresultsshowthattherearemanycomplex
andinterrelatedfactorsin theappearanceof suchdevelopments,andthestructureand
the impactsof the ribbondevelopmentis changingaccordingto the environmental,
socialandeconomiccharacteristicsof districts,politicalapproachof governments,and
locationcriteriaof establishments.
Thechangingtechnologyof the20thcentury-fromFordismtoPost-Fordism-affectsthe
conceptsin planning.Fordistmodeof economicdevelopmentin 1960sand1970sbased
on internationalspatialdivisionof labourin the industrialsectorandregulatorystate
interventionhasbeenchangedby a new, morecompetitivemarketbasedeconomy.
(Berry& McGeal, 1995)
Under thesecircumstances'end-state'planning,the preparationof a comprehensive
plan intendedto guidethe community'sfuturedevelopmentlost its dominancein
planningprofession.The role of theplannerhasalsobeenchanging.Insteadof being
themodernistkindof planner,whois well educated,knowthelegalprocedurewell,and
designsthecitiesaccordingto them,theplannerbecamemoredemocratic,considering
the needsof local groupsin a negotiatorposition.In modernismdepartmentswere
motivatedbyanideologyof' futurism'andplannerstooknonoticeof localresidents.
Howeverthe post-Fordisteconomicdevelopmentsby 1980s,sustainingthe flow of
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world capitalin globalscaleby thedevelopmentsin communicationtechniqueshave
alsocausedenvironmentalproblemsall aroundtheworld.Recreatingthecity's identity
andpreservationof environmentthroughthemixof landusesandfunctionsis emerging
as one of the importantdebatesof the 1990s.In this contextsustainabilityand
ecological planning approacheshave greatly supportedin planning literatures.
Sustainabilityis meetingpresentneedswithout compromisingthe ability of future
generationsto meettheirneeds.Theseplanningapproachescanberegardedasa return
tomodernismandcomprehensiveplanningapproach.
Theenvironmentalproblemsarenotlimitedby administrativeboundaries.In thatcase,
plannersarelookingfor operationalalternatives.The structureplans-policystatement
insteadof frozenland allocationmapsand flexible 'action' planningbecameuseful
tools for those new system.In many countries,the sites which have the same
environmentalpropertiesand thusneedpreservationarehandledwithtogether.In other
words,naturalboundarieshavebeentheplanningboundaries.Actionplansareprepared
for these districts for controlling and directing the developmentsaccordingto
sustainability.(Gokbulut,1995)
Of courseby populationincrease,big citiesgrow verticallyor enlargethroughthe
periphery.Planningdisciplineaimsto controlandto directthedevelopmentof urban
areasto optimumspaces.Transportationis an importanttool for changingof the
structureof cities and for directingurbandevelopment.But ribbon developmentis
consideredto bethereverseof goodplanning,it is inefficientin theuseof land,since,
muchpotentiallyvaluablelandeithernotusedorusedonlyfor small-scalefarming,it is
higWyuneconomicintheuseof transport,since,it simultaneouslycausesobstructionof
themainroadsthemselvesandit producesdeplorableliving conditionsfor thepeople
wholiveandworkalongroads.(Hayashi& Roy, 1996,p.32)
It is mentionedin ChapterIII of thisthesisthatTurkeyis in thecategoryof countries
whichconsumetheagriculturalandreserves.Only 34.1%of its totalareais available
for agriculture.Aydm is locatedon themostfertileregionof theseagriculturalareas.
The loss of agriculturallandsbecauseof ribbondevelopmentis emphasisedin this
thesisandthenecessityof theirpreservationis indicatedin theexampleof the study
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area.
Loss of agriculturalandshavebeena subjectwhichis handledby manyresearchers-
those are economists,planners,geographers,agriculturalengineers.- and over 50
researches,thesis,seminars,etc.havepreparedaboutthesubjectsin our countrysince
1960.All of thoseresearchespointoutthatagriculturallandsmustbepreservedagainst
urbanisation,industrialisation,tourismandbighighwayprojects.However,therequired
andeffectivemeasureshavenotbeentakentill now.
In Aydm case, all of thesetypes of land uses have been locatedin the ribbon
developmentaxis. The city of Aydm is underthe influenceof Izmir Metropolitan
Region.It hasrichagriculturalproductswhicharetheraw materialfor foodprocessing
and agriculturalindustries.It is easy to find qualified labour force and strong
transportationfacilities, suchas railwayand highway.In addition,high population
densitiesonthetransportationaxishaveincreasinglyencouragedtheindustrialsectorto
locatein Aydm.
In our countryindustrialisationhasbeena nationaldevelopmentpolicy since 1960s.
Therefore,industrialinvestmentshavebeensupportedbythegovernmentswithoutany
limitation.Transportpolicieshavebeenparallelto thatindustrialisationpolicies.It has
beenthoughtthat industrialisationis the only way for nationaldevelopmentand
highwaytransportationis themaintoolforthedevelopmentof industrialisation.
It is a chancefor Aydm and for the countrythat the industrialisationprocessis
developingmoreslowlythanmanyotherurbanregionshavingthesameconditions.For
instance;Bursa which once havethe mostfertileplainsof Turkey havecompletely
changedat the end of this industrialisationprocess.The historical,cultural and
economiccharacterof thecitythatmostlydependontheagriculturalproductsarenow
changedinto an ordinaryindustrycity characteras a resultof ribbondevelopments
alongthemainroadswhicharepassingthroughBursaplain . This ribbondevelopment
processbroughtaboutthe compactnessaroundtheroadsaftera while. On the other
side; Adapazan-Izmit-Istanbulaxis becamethe hearthof Turkish industryby the
supportof governments.The sameprocessesare realisedon istanbul-Tekirdagaxis,
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Ankara-Eski~ehiraxis andon Adana-Mersinaxis.All of theseregionshavethe most
fertile plains of Turkey. The agriculturallands now changeinto industrial and
residentialareason theseregions.If thosedevelopmentshadbeendirectedto thenon-
agriculturalareaswhich is 65,9%of thetotallandareaof Turkey,theeconomicand
social inequalitybetweenthe east and west regionswould have reducedand the
developmentof thoseregionswouldhavebeenobtained.
Suchdevelopmentsin the countrymakeus to think that thereis no limitationfor
urbanisation,or any caution for the preservationof agriculturallands against
urbanisation.But whenwe examinetheconstitutionandlaws it is seenthatthereare
manyarticlesfor the preservationof environmentand agriculturalands.The main
problemis puttingtheselawsinto practice.Besides,thelackof co-ordinationbetween
localandcentralgovernmentagenciescausethereflectionof personalpreferenceson
landswhichhavecheapinfrastructureandlabourcosts,advertisementpossibilitiesand
marketingadvantages.The entrepreneurswho have small capital and who make
generallysimple production,whose educationalevel is low, and whose decision
makingprocessis boundedto externaleffectsarecurrent.Personalpreferencesof those
entrepreneursthat are boundedto capitalstructure, show a satisfactorialcharacter
insteadof rationaldecisions.Locationalpreferenceshavealso the samerank order
which are dependenton occurrenceof manufacturingsite places.(Yurteri,1986).In
addition,lowertransportcostsusuallyfavourthegrowthof firms which havelargest
markets.Transportationcosts have a big portion in their total costs. Therefore,
decreasingof thesecostssupportstheirgrowthanddevelopment.(Goodall,1972)
A carefullydesignedurbandevelopmentwouldbe markedby theattributesof house-
styles,windingroads,generousgardens,tree-plantingsandgrassedverges.But often
thespeculativeribbondevelopmentslackedany overallplan,beingdevelopedby the
partialplansor accordingto behaviouraldecisions.The resultof suchactivitywas
generallya longsprawlof industrialandcommercialestablishmentsandhouseswhich
areconstructedwith differentheights,codesandtypes.(Hall, 1996)Sometimes,this
diversityin buildingscausecomplexityalongtheroads,or sometimes,thecontinuous
developmentsonthesamerouteforma monotonouslandscape.
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Because of the urban developmentplans preparedaccordingto the existing
developmenttrends,thedesiredconcentrationof activitiescouldnotbeachieved.This
realitythat damagesin the scenicqualityalong the roadsby the affect of ribbon
developmentsresulting from the lack of validity of planning and architecture
disciplines.Thus someof thearchitects(CloughWilliamsEllis andOctopus(1928»
wroteof ribbondevelopmentasthedrain,like liceuponatape-worm.(Hall, 1996).The
commercialand industrialestablishmentsand housescausecomplex,irregularand
sometimesmonotonous landscape along Izmir-Denizli Highway too. These
unsystematicurbanisationboth, damagethe scenic quality and make difficult to
distinguishthesettlementsfromeachotherinthedistrict.
Spreadingof houses,commercialandindustrialestablishmentsasa ribbonhavegreatly
resultedin air,waterandsoil pollutionin additionto thelossof agriculturalandsand
thedamagesin scenicquality.Thecapacityof treatmentfallsshortof thedemands,thus
environmentalqualitybecomeworse.The pollutionlevelshaveincreaseddueto the
inadequatenergyon technicalmethodsusedin theproductionprocessesandto poor
disposalpracticesfor industries.(Ambio,1996)
The empiricalstudy results in this thesis show that only 8% of those industrial
establishmentson theaxisareworkingwith hightechnologyandmostof them(73%)
haveno productiondevelopmentproject.Theseratesmeansthata big amountof the
establishmentsarethesourcesof environmentaldeteriorationinthedistrict.
In termsof air pollution,theautomobilesandindustriesarethesourcesof pollutionin
thestudyarea.Traffic havecausedthenoisepollutionin urbanareasalso.Especially
thetransittrucktraffichaverisenthelevel of noiseup to averagevalues.On theother
hand;thepermeabilityof landweredestroyedby theasphalt.Thesemeansthatribbon
developmentsalongthehighwayhaveaffectedthenaturalsourcescompletelyin arapid
anduncontrolledway. Underthesecircumstancesit is essentialto developstrategies
throughsustainabilityfor thephysicalexpansionof urbanareas.Planningandeconomic
developmentof industrialand other enterpriseshouldtake into considerationthe
environmentalcostsof theiractivities.
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Urban-rural sustainabilityis closely related to cultural, economIC,behavioural,
ecologicalpatterns,all of which need to be taken into accountwhen addressing
developmentissues.It is necessaryto plantheurbanandruralareasby takingintothe
environmentalqualities.We are now facing with the environmentalproblems
mentionedaboveas the result of post-Fordistconceptthat disregardthe planning
discipline.Ribbondevelopmentasa reflectionof personalpreferencesanduncontrolled
unplanned evelopmentis oneof thefundamentalfactorthatdamagetheenvironmental
quality.Our planningpracticesthroughtheexistingdevelopmenttrendsthatgenerally
aimto legalisetheillegaldevelopmentsareincreasedthelevelandcostsandmakethe
solutionsmorecomplexanddifficultto adopt.
From this pointof view, ribbondevelopmentson thestudyaxishavebeensupported
andencouragedbygovernmentsdespitetheirnegativeimpactsonurban-ruralfabricand
on environment.Thesesupportsgenerallyresultfrom the problemsin our planning
system,politicalapproachesandglobaltrends.
Transportationsectorhavean importantrole in theeconomicdevelopmentandsocio-
culturalactivitiesof thenations.Highwayshavethegreatestportionin thissector.For
instance;in Turkey,94%of passengertransportand91% of goodstransporthavedone
by highways,in otherwords;only 6% of passengersand 8% of goods havebeen
transportedby railwaysandairways.(OECD,1994).Theseratiosmeanthatthereis a
greataccumulationonthehighways.This situationhavealso influencedtheeconomic
life of theroads.Thelossin thenationaleconomybecauseof diminishingtheeconomic
life of roadsis about1000milliondollarin ourcountry.(Akpmar,Kurum,Selimoglu,
Duman,Haktamr,1995)In developingcountries,the demandon highway transport
generallycausestheconstructionof newones.The empiricalstudyin this thesisgave
the evidencethat izmir-DenizliHighway is in the sameway. There is an important
decreaseinthecapacityof theroadduetoribbondevelopmentson it. Thishighwaywas
constructedfor the transittraffic betweenthe citiesand it was passingout of the
settlements.But it attractedresidential,commercialandindustrialactivitiesby its high
accessibility.As a resultit becameaninnerroadon whichtheinnercitytraffic(public
transportation,privatecar transportation),intra-urbantraffic and transittruck traffic
accumulated.Becauseof thissituation,thenumberof theaccidentsontheroadandthe
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traveltimespanbetweenthecountiesandprovinceshaveincreased.Thesedamagesin
the securityand road capacityforced the governmentsto project izmir-Denizli
Motorwayfor thetransittraffic.If therehadbeena rationalcomprehensiveplanning
approach,thenationalfinancialresourcescouldbeusedfor theotherinvestmentsin the
country.Fromthispointof view,theconstructionof themotorwaycouldbeconsidered
astheuneconomicextensionof utilitiesduetoribbondevelopmentsinthedistrict.
It is necessarytohandlethetransportationsystemasawholewith railway,highwayand
airwaylines.Althoughthereis arailwaylinewhichis passingparallelto thehighwayin
Aydm, it is loosingits efficiencygradually.In oppositionto therailway,thehighway
hasbecamemoreactivatedby theincreasingof thenumberof automobilesandtrucks.
Aydm is loosing its socio-economicand agriculturalidentity.The identityof the
provincecouldberevitalisedby reorganisingthetransportationetworks.The railway
linesmustberenewedanddevelopedasthemainpublictransportin theprovince.On
theotherhand;trucktrafficin AydmonDenizli-izmirHighwayshouldbeprohibitedas
thelinehasbecameaninnerroadbytheribbondevelopmentsandby theconcentration
of rural and urbanpopulationon it. In the future,by the populationincrease,the
negativeaspectsof transittrafficon this routewill rise to high levels.Therefore;the
transittransportcould be directedto izmir-Denizli motorway.The constructionof
izmir-Aydmpartof thismotorwaywascompleted,andin thenearfuturetheotherpart
of theway will be finished.This motorwayshouldbe usedas a tool for preventing
ribbondevelopmentsontheaxis.
In Turkey,highwayconstructionandindustrialisationhavebeenseemedtheonlyways
of economicdevelopmentby thegovernments.So,theyhaveconnivedattheindustries
locatingalongtheroadswhichpassthroughthefertilelands.As a resulttheMarmara
andAegeanRegionsin thecountryhavingstronglinkagesto nationalandinternational
marketshaveattractedthebig portionsof industrialcapital.Thepost-Fordisteconomic
developmentsaroundtheworld,thatcausesthespreadingof industrialsub-unitsin the
global scalefor decreasingthe risk and for increasingthe flexibility haverisen the
industrialisationin thoseregionsin Turkey.Cheaplabourcosts,informationalcapacity,
connectivityto the network of major metropolitancentersat the national and
internationallevelhavemadetheregionsverysuitablefor theindustries.Thesearethe
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factorsthatdeterminetheproductivityandcompetitivenessof cities.(Berry& Greal,
1995)
A newhighwaygenerallyactsasa powerfulmagnethatattractresidential,commercial
andindustrialactivitiesaroundit. Constructionof newhighwaysandadaptationof all
the new technologiesto the citieshaveneverbeenthe solutionof urbanproblems.
Technologymustfit thecityratherthanviceversa.In contrastit maycausemanyother
complexproblems.
More technologydoesnotalwaysmeanbetterlife conditions.Thetechnologyshouldfit
thestructureandcharacteristicfeaturesof settlements.And theremustbe aneffective
administrationsystemthatd~ectandcontroltheadaptations.
Many of theproblemsof citiesandtheribbondevelopmentsarecausedbecauseof the
problemsin the integrationof new technologieson land by governments.The
administrationsystemhas not beenchangedor developeddespitethe changesand
developmentsin societyandin citiesbytheeffectof newtechnologies
In ourcountrymanyof theurbanproblemsaregenerallycausedbecauseof thelack of
co-ordinationbetweenthegovernmentagenciesandthelack of publicparticipationin
planning.Each ministry is responsibleto put into force of different laws about
environmentandurbanisation.But thereshouldhavebeenco-ordinationbetweenthem,
becauseurbanisationis a complexsystemandanychangeor developmentin anypartof
thesystemeffectsthesystemasawhole.Hence,thesystemmustbehandledby a single
agentthatco-ordinatetheurbanisation.Theremustbesub-unitswhichareresponsible
for theapplicationandcontrolof theurbanprojectsandtheymusthavebeendirected
by thiscentralagency.For example;in ourcountrytherearethreeministrieswhichare
responsiblefor developmentplans(theirapplication,controlandmakinglaw aboutit).
The lawsareenactedbyMinistry of PublicWorks andSettlements,theyareappliedby
localgovernments(municipalities)andtheseapplicationsarecontrolledby Ministry of
Interiorwherethereis notenoughtechnicalstaffin thecapabilityof understandingand
developingsolutionstotheurbansystems.
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On theotherhand;therearenot enoughtechnicalstaffin manyof themunicipalities
either.In thatcase,mayorsact accordingto theirpersonalpreferenceswithout any
technicalor socialknowledge.Suchpoliticalapplicationscausedmanyenvironmental
andurbanproblems.In addition,therecanbe somedifficultiesin theapplicationof
complexand many sided infrastructuralprojectsbecauseof lack of co-ordination
betweenthelocalandcentralauthorities.
Another reasonof the negativeimpact of ribbon developmentsis the lack of
comprehensiveplanningapproachin the country.Comprehensiveplanningapproach
necessitateto thinkandhandletheurbanisationgraduallyfromnationalscaleto urban
designscale.It is abigdeficiencythatthereis no regionalplansin thecountry.Because
of thatreason,nationalresourcesaredistributedinequitablythroughthe country.In
Turkey, StatePlanning Organisation(SPO) is responsiblefor the preparationand
applicationof regionalplansaccordingto the nationaldevelopmentplanswhich are
deceleratedevery 5 year period. By theseregionalplans social, economicaland
environmentalobjectivesare determined.For examplebig highwayor expressway
projectsshouldbeproposedinthoseplans.Themainaimsof theseplansareto decrease
thedifferencebetweentheregionsaccordingto theexistingnationalprogramsandto
co-ordinatethe ministriesaccordingto their concerningsubjects.But SPO doesnot
carryoutitsfunctionrelatedwithaboveconsideredsubjects.
The next stepof regionalplansare 1/25000StructurePlanswhich arepreparedby
Ministry of Public Works andSettlementsaccordingto theregionalplans.Land-use,
suchas existingand formerresidentialareasaccordingto the developmentratesof
cities,conservationareas,tourismareas,recreationalareas,etc.,aredeterminedin these
plans. Therouteof ahighwayprojectis plannedmoredetailly.Theseplansalsoshould
controlthe ribbondevelopmentswhich usually are locatedon the areas,underthe
controlandresponsibilityof thosekindof plans.
The following stepsof planninghierarchyarepreparingof 1/5000masterplansand
1/1000detailedplans.Theyarepreparedby localgovernments.Theymustbein accord
withthoseregionalandstructureplansbylaw,butusuallytheydon't.This is ananother
reasonof negativegrowthin ribbondevelopments.
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That planning hierarchy of 1960s aimed to exammethe planning decisions
comprehensivelyin differentscales.Howeverin thatplanningsystemlocalauthorities
arenoteffectivein planningprocess.Thecentralgovernmentagenciesareauthorisedto
preparethe regionaland structureplans and local authoritieshave to obey those
planningdecisionsin thelocal scale.The negativeeffectsof sucha centralisedsystem
disregardingthe localdecisionsappearedin a shorttime.Especially,by globalisation
local authoritieshavetakeplaceseriouslyin planning.Globalisationand localisation
havedirectlyinfluencedour planningsystem.It becamevisiblethatthesuccessof the
plansdependonthenegotiationbetweencentral,localauthoritiesandprivatesector.By
the effectof thosedevelopmentsSPO havenot preparedregionalplansafter 1980s.
Besides, the structureplans which preparedby Ministry of Public Works and
Settlementsconsistonlyabout1/ 4 of thetotallandareaof Turkeyandtheyhavebeen
unframedbyprivatesectorinvestments.
On theotherhand;it is seenthatin manyinstanceslocal authoritiescouldactagainst
thesestructureplanningdecisions.They enlargetheir boundariesmostlythroughthe
mainroadswithouttakingintoconsiderationthequalityof thelandaroundtheseroads.
Besides;anotherfactor -thatis partialplans-have destroyedthe integrityof plans.
Partialplansarethereflectionof personalpreferencesof privateinvestorson theland
use.Thesepreferencesaregenerallycontradictingto thepublicrightsandtheplanning
decisions.
Partialplanis consideredtobethereverseof comprehensiveplanningperspective.Most
of thecommercialandmanufacturingestablishmentsandhousingdevelopmentslocated
alongthemainroadsin theareasunderthecontrolof centralgovernmentagencieshave
locatedaccordingto partialplans. The lack of co-ordinationbetweenthe central
governmentagencies,localgovernmentsandprivatesectorcanbenoticedobviouslyin
partialplanapprovalprocess.An entrepreneurwhowantsto establisha plantalongthe
mainroad(or somewherelsein theboundaryof centralgovernmentauthority)should
take pre-approvalpermitfrom Directorateof Public Works and Settlementsin the
province.This directoratehaveaskedopinionsof othercentralgovernmentagencies
abouttheplantandits locationaccordingto the laws. (Someof theseagenciesare;
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Directorateof Tourism,Directorateof Environment,Directorateof Health,Directorate
of StateHydraulicWorks, GeneralDirectorateof Highways,GeneralDirectorateof
Village Works, etc.)If thereis no conflictaccordingto anylaw theentrepreneurcan
takepre-approvalpermit.In this processthereis not yetany urbanplanningnotion.
Becausethereis no relationshipbetweenthesedirectorates.For example;theareathat
the plant will be establishedcan be in the boundaryof any irrigationprojectsof
Directorateof State Hydraulic Works. But they are not authorisedto say "the
establishmentmustnotbeconstructedin thedeterminedplacebecauseof its beingin
theboundaryof theirrigationprojects."Theamountof irrigationlandwhich is lost by
suchdevelopmentsi aboutI0% of thetotalirrigationareasin our country.This means
boththe loss of agriculturalandsandnationalincome.Besides,suchdevelopments
alongthemainroadsis theanotheraspectof uneconomicextensionof publicsources
dueto ribbondevelopments.
All of thoseexperiencesindicatedthattheremustbe co-ordinationbetweencentral
authorities,local authoritiesand privatesector.It is also provedthatthe successof
planningdecisionsdependon public participation.Especially the preservationof
agriculturallandswhichareunderthepressureof ribbondevelopmentsandrelateduses
couldnotbeachievedwithoutpublicparticipationin thelocalandnationalscale.
Ribbondevelopmentsgenerallybeginwith theestablishmentof industrialplantsalong
the main roads. These establishmentsattractthe servicesand residentialareasto
themselves.Theytendto locatealongthemainroadsbecauseof manyinfrastructural,
marketing,advertisementadvantages.These advantagesand location criteria of
industriesareexplainedin the secondandthird chapters.The empiricalstudyresults
alsoshowthattransportationis themainfactorfor industrialandserviceestablishments
to locatealongtheroad.
Thesetrendshaveformeda dilemmabetweenindustrialisationand agriculture.The
governmentshavegenerallysupportedindustrialisationandtheplannershavetriedto
preserveagriculturalandsagainstindustrialdevelopments.Existingsituationsshowed
usthatthewinnersof thisstrugglesarethegovernments.
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Sometimes;organisedindustrialdistricts(aID) haveconsideredto betheonly solution
for controllingthesetrendsandto reduceribbondevelopmentalongtheroads.In the
light of thisvisionmanyorganisedindustrialdistrictsareformedall overthecountry.
Now therearetwo aID in Aydm andin additionto them,it is decidedto formthree
moreaID intheboundariesof theprovince.Theplacesaredefinedandtheparcelations
andexpropriationsof themwill havebeenfinishedinthenearfuture.
AlthoughaIDs couldreducedtheribbondevelopmentsin Aydm, it will causetheloss
of hectaresof agriculturalands.Becausethereis notsuitablelandfor suchuseswhich
areunsuitablefor agriculturein thebordersof province.The landexceptthe 1st, 2nd, 3rd
classesaremountainouslandwiththescopeof20% andover.Allocationof aIDs in the
provincemeansapplicationsagainstsustainabilityandecologicalplanningapproaches.
In spiteof theseaIDs , ribbondevelopmentprocessis continuingin theprovince.The
local and centralgovernmentagenciesare continuingto give permissionfor the
industrialand service establishmentsand residentialunits along the main roads.
Municipalitiesareenlargingtheirboundariesthroughthe roads,and new residential,
industrialandcommercialareasareoccupying.
Under thesecircumstancesthe solutionsfor preventingribbondevelopmentscan be
summarisedintotwogroups;
1) Thesolutionsatthelocalscale:
• Actionplansshouldbepreparedfor thepreservationof agriculturallandswhichare
underthepressureof ribbondevelopments,urbanisationandindustrialisation.
• Naturalcharacteristicsof urbanareaslocatingalongthe roadsshouldbe planned
andpreservedagainstribbondevelopments.
• Demandsthatcausesribbondevelopmentandlossof agriculturalandsshouldnot
be encouragedby public authorities,in otherwordsplanningpermissionsin such
areasshouldbeprohibited.
• Theindustrial,commercialandresidentiallandsthatallocatedbyplandecisionsand
not constructedyetshouldbe changedinto agriculturalanduses,in otherwords;
the agriculturalstructureof the lands which was destroyedby plans and
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uncontrolledribbon developmentshouldbe changedinto its original structure
againbyplandecisions.
2) Thesolutionatthenationalscale:
• Enlargingof municipalityboundarieswithout any detailedanalysisthroughthe
mainroadsshouldbelimited.
• Development plan alterations for legalising uncontrolled and unwanted
developmentsshouldbeprevented.
• Transportationmustbe handledas a systemwhich is consistof highway,railway
and airway lines, and they must be applied to land accordingto economIC,
ecologicalandhistoricalstructuresof districts.
• The impactof a newtransportationdevelopmenton the environmentandon the
naturalresourceshouldbeanalysed.The longtermedcost-benefitanalysesshould
bedone.
• Urban developmentplans should be done in different scales in a hierarchy.
(Regionalplans~ structureplans~masterplans~detailedplans---}urbandesign
plans)
• Planningboundarieshouldnotbelimitedwithadministrativeboundaries.Thesites
whichhavethesamecharacteristicsshouldbehandledasawhole.
• Local authoritieshouldtakeplacein thedecision-makingandpreparationprocess
of regionalandstructureplans.
• Beforeapplicationof a big project,suchasanaccessiblehighwaysocialintegration
projectsshouldbepreparedfortheintegrationof ruralandurbansocieties.
• Planningcommitteeshouldbe formedin everyscalefor directingthe planning
applications.(For approvalandalterationof plans)
• Legalarrangementsfor propertytransferin agriculturallyrich areasshouldbedone
for preventingspeculativedevelopments.
• Tax increasecanbeatoolfor directingandcontrollingtheland-use.
• Vacantlandsbecauseof speculativereasonsin innercitiescanbetaxedwith high
values.By thisway,thespreadingof residentialareasalongthemainroadscanbe
prevented.
• Local authoritiesshould not give temporarylicencesthat causealterationsIn
planningdecisionsin thefuture.
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• Greenbeltscanbeallocatedto controlthedevelopmentaroundthecitiesandalong
themajorroads.
We are experIencmgribbon developmentbecauseof the adaptationof transport
technologiesto the space.All the decentralisationand suburbanisationpolicies,the
expansionof citiesthroughtheperiphery- thatis calledsprawlor formationof fringe
areas around the cities, and the ribbon developmentsare the direct results of
technologicaldevelopments.In other words they are the urbanisationfeaturesof
twentiethcentury.
In the twenty-firstcenturycities may continueto decentraliseor they may be
recentralise.The increasinguseof computersandnewtechnologicaldevelopmentsin
transportation,in industry,in constructionandin theothercommunicationtechniques
will shapetheurbanareas.By theeffectof post-Fordistmodeof economytheindustrial
locationcriteriahavechanged.Someof thewritersthinkthatby thenewtechnologies
the requirementsof muchopenspaceswill decrease,so manyof the industrieswill
returnbacktothecitycenters.Ontheotherhand;theotherwritershavea differentview
aboutthe impactsof technologicalchangeson urbanareas.Accordingto them;new
technologiesespeciallytheexpandeduseof computertechnologieswill makecitiesa
depositoryof informationSo, spacedependabilitywill be endedand peoplewill be
living in thesmallsurroundingtowns.
Cities will decentraliseor recentralisein the future. But it is certain that the
globalisationwill forcethecitiesto competewith eachother.In this competitionthey
couldonlybe successfulby theirlocalspecialfeatures.Otherwisetheywill loosetheir
attractivenessandwill experiencea declinein developmentprocess.Accordingto this
view; in the global marketAydm will have chanceof competitionby its natural
resources;climaticfeatures,seaside,nationalparksandthefertileagriculturallands.
Cities arethe mostcomplicatedsystemknownto men.Thus theproblemsandtheir
solutionsarealsocomplex,anddifficultto adopt.Themainquestionis to determinethe
realproblem.Therealproblemmaybeto havethekindof landwe needwhereweneed
it, andto assureanorderlypatternof developmentthatwill bestservethe interestsof
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living,workingandplaying.Theimportanthingis thatthelandis usedeffectively,yet
with careandpride.In orderto find solutionsfor thatproblemthechoicesaresimple.
We cancontinueto destroythelandor we canlay planson boththenationalandthe
local levelthatwill guideus towarda moresatisfactoryurbanenvironment.Common
senseandthestandardsof livingto whichwe aspiresuggesthesecondcourse.(Owen,
1970)
Sometimestheanswersarenotclearfor theplannersbecauseof thesocialvarietyof the
community.Becausewe don'texactlyknowwhatwe reallywant.We wantto live in a
smallintimatecommunity,yet we wantto haveall theamenitiesof greatmetropolis.
We wanta dwellingwith a privacy,identity; yetwe wantthesettingof a rich social
life. We wantto benearopencountry;yetwe letthecityspreadendlessly.We wantall
thethingsthatsuburbiaoffers,butwe alsowanttheamenitiesof thedowntownarea.
WhatwereallywantisUtopia,butwearenotclearaboutwhatUtopiais. (Safdie,1967)
Plannersmust learnto swimwith the technologicalcurrent,and not againstit. By
knowingwherethetechnologyis going,we canselecttargetsthatwill yield thebest
results.
The sustainabilityof life dependsonthesustainabilityof agriculturallands.The lossof
agricultural lands and environmentaldeteriorationby the impact of ribbon
developmentshas been an importantproblemboth at the local and nationalscale.
Turkeymustbe in a positionwhereit shouldstartthinkinghow muchmorelandcanbe
madeavailablefor cultivationunderthebestuseof technologicalimprovements.
Now, we areata pointwhereto thinkthefutureof nextgenerationsandsustainability
of ourcitiesandenvironment,husprotecthenatural,economicandculturalresources,
in otherwordsto makethe planningdisciplinevalid or to neglectall the limitations
abouttheland-useandenvironmentandleteveryoneto actastheywantthatis to say
we canwaitthesociety'findingtheoptimumsolutionby itself.Of courseif therewere
nothingto looseor the losseshavereturnedback in a shorttime the secondcourse
wouldhavethebestandeasiestsolution.
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At theendof thisthesistheremaybesomeotherrelatedresearcheswhichcouldexplain
andcompletethefindingsof thethesisin thescopeof thetheoreticalbackground,the
empiricalstudyandthesolutions.Someof thesefurtherstudiescanbethoughtsuchas;
• The effectsof newtechnologicaldevelopmentsin transportationandin production
techniquesontheribbondevelopmentprocessin Aydm.
• The changesin the economicstructureof Aydm by thechangesin transportation
types.The effectsof izmir-DenizliMotorwayin theeconomic,socialand spatial
structureof Aydm.
• A comparisonof two citiesoneof whichhavea growthprocessbasedon railway
linesandtheotherbasedonhighways(ribbondevelopmentprocess).
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AppendixA
BUSINESS QUESTIONNAIRE SURVEY FORM
1) FIRM NAME?
2) ADRESS?
A) County: B) VillIage/Neighbourhood: .
3)MapNo: BlockNo: PlotNo: LegalStatus(In
Municipality boundaries/ InVillageBoundaries) .
If in villageboundarieswasit establishedaccordingto apartialplan?
DYES DNO
4) Plot Size(m2) BuildingSize(m2) .
5) ConstructionDate? .
6) Is thereaconstructionlicence?D YES D NO
7) LicenceDate? LicencedBy? .
8) EstablishingDate? .
9) ActivationDate? .
10)Main Product? .
11)lstherea sub-unitof thefirm? D YES D NO Where? .
12)1:Whichof thoselocationcriterialistedbelowwaseffectiveintheestablishing?
2: Whataretheexistingproblems?
3 :Whatarethemostnecessaryfactorsforestablishinganewestablishmentin the
samesector?
(Pleaseanswerthesethreequestionsaccordingtothetablebelow)
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13)Fromwheredoyousupplytherawandsubsidiarymaterials?
D In Aydm D Partlyin Aydmpartlyfromothercities D Outof Aydm
(Where?) .
14)Fromwhichsourcedoyousupplytherawandsubsidiarymaterials?
D RetailerD WholesalerD FactoryD Directlyfrompeople
Al
15)Wheredoyouselltheproducts?
o Directlyfromthefactory 0partlyfromthefactory,partlybywholesale
distributors 0By wholesaledistributors
16)Howdoyoutransportherawandsubsidiarymaterialsandproducts?
By highway %
By railway %
17)Whataretheproductsproducingin thisestablishment?
Products Amount
18)Wheredoyoumarketingtheproducts?
oAydm0Aydmandsomeothercities0Aydmandwholecountry0Whole
countryandabroad 0Only in abroad
19)How manyworkersworkingin thisestablishmentandwherearetheycomingfrom?
Numberof Workers ComingPlace
20)Is thefirmoperatingavehicleto conveytheemployersto andfromwork?
o YES 0NO From! To Where? .
21)Workinghours? .
22)Wheredoyoupreferto establishanewestablishmentin thesamesector?
o Thesameplace0 Anotherplaceonthehighwayin Aydm 0 Anothercity
oAbroad 0Nowhere(Notestablish)
23)LandandBuildingownership?0 Owner0Renter
24)Technologicalevelof theestablishment?
o Advanced0Well 0 Intermediate0Shouldbedeveloped
25)Istherea relationshipwithuniversityor researchgroup?? 0YES 0NO
26)Is therea productdevelopmentproject?0 YES 0NO
27)Do youthinkto movetheestablishmentto moveanotherplacenowadays?
o YES 0NO Where? .
28)Isthereapreviousestablishingplace?0YES 0NO Where? .
29)Is theplotadequate?0YES 0NO
30)Doyousellthisplot?0YES 0NO
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AppendixB
HOUSEHOLD QUESTIONNAIRE SURVEY FORM
1) Constructiondateof thehouse? .
2) Is thereconstructionlicence?0 YES 0NO
3) LicenceDate? LicencedBy? .
4) Constructiontype?
o Reinforcedconcrete0 Brick 0 Timber 0 Other
5) Houseownership?0 Owner0Renter
6) How longhaveyoubeenlivinghere? .
7) Why doyoupreferliving in Aydm?
o Employment0 Education0 Health 0 Other
8)Why doyoupreferlivingin thishouse?
o Transportation0 Nearnesstojob 0 Ownership0 Cheaprent
9)Haveyoubeenthinkingaboutto livinganotherplace?0 YES 0NO
Where?0 Anothercity0 Village 0 City centre
10)Whatis youroccupation?
o Farmer0 Employee0 Worker 0 Other
11)If farmerareyoutheownerof theland?0YES 0NO (Renter)
12)Commutingvehicle?
o On foot0 Service0 Minibus 0 Privateauto
13)How muchis yoursalary?
o 0-75million075-150million 0 150-300million 0300>million
14)Areyoupleasedto livinghere?0YES 0NO
15)If notwhatarethereasons?
oNoise0 Security0 Environmentalpollution0 Far frompublicservices
B
